








Vol. XXX 
mt President W. C. TYLER, Secretary-Treasurer 
"ee MER, Editor and oe er Rr: J. BAYER, Circulation Manager 
H. W. KELLOGG, Advertising Manage: 


1. V. A. WAIT, New York Advertising Representative 51 E. 42nd St.) 
B, J. HAMM, Mana: A. E. HEISS, Chief, 


Seedia ¥Servicn Department, Washington Washington News Bureau 








All subscriptions are payable in advance and renew automatically at end of period unless 
notification to contrary is given. 


All remittances should be made payable to order of THE TRAFFIC SERVICE COR- 
PORATION, Chicago, and should be in Chicago or New York exchange. 








TERMS OF SUBSCRIPTION 


Ra, 4s Ge se ae Be pe ow et ae se ue @ us $10.00 
ESE. yg aki urs a tn be Aiea: le ler HL lee ol 6.00 
EE CEO is eh es we ie Se, Oe 8S we fw 6 ee 8 3.00 
SL oe ae: anata me. oe Ba ew elo, re 8 feet va at Lb 25 





418-430 South Market Street, 


Colorado Building, 
CHICAGO, ILL. 


WASHINGTON, D. C. 


THE RAILROAD STRIKE 

The situation with regard to the railroad strike is 
chaotic and pregnant with possibilities, not the least 
grave of which is the danger of a general railroad strike 
or, at least, a general cessation of work by railroad work- 
ers, including the trainmen. They seem to be seeking ex- 
cuses for quitting work and, though their leaders say 
their strikes or walkouts are unauthorized—and so they 
may be, as to red tape methods—they are authorized in 
the sense that workers on individual roads have been told 
that they are at liberty to quit where conditions are in- 
tolerable. So sympathetic railroad men, looking for a 
chance to help their brothers in the shop craft, leave 
trains stranded in the western deserts and tie up transpor- 
tation, as at Joliet, because troops have been brought in 
to preserve order where striking shopmen are making 
disorder and are shooting sheriffs, or on the pretext that 
equipment is in such condition that it is dangerous for 
them to attempt to operate it. 

That it is possible for this condition of danger to 
exist is due to the government policy of trifling with the 
original strike—of temporizing with the strikers and per- 
mitting the public, and the strikers as well, to get the 
idea that there was a situation that was open to compro- 
mise. If the government had taken the position in the 
first place that there was nothing to discuss until the 
strikers had returned to work, for the reason that they 
Were striking, not against an action of their employers, 
but against an award of a government agency, the strike, 
in our opinion, would have been of short duration and 
slight effect. We said so at the time and we still think 
so. The matter has been badly handled. 

But, whatever the cause and whoever is to blame, 
we now have a situation that must be handled without 
gloves. Whatever justification there may have been for 
President Harding’s efforts for compromise or excuse 


The Traffic World 


ISSUED EVERY SATURDAY BY 
THE TRAFFIC SERVICE CORPORATION, CHICAGO, ILL. 


(Copyright, 1922. Sixteenth Year) 
(Member of A. B. C.) 


A working tool for traffic men, both industrial and railroad; a national journal of transportation news; independent as between carrier and shipper 


SATURDAY, AUGUST 19, 1922 





No. 8 


for his failure to understand the conditions, there can be 
no justification or excuse now if he fails to make it 
plain that troops will be used wherever necessary to pro- 
tect lives and property or to insure the operation of trains, 
and that interference with interstate transportation is a 
crime, or if he fails, not only to make these things under- 
stood, but to make good on his promises or threats. It 
may be due to folly that such a time is here, but it is here. 
It is time to find out whether there is real government 
or whether union labor is supreme. We might compro- 
mise even yet, but to do so would be only postponing 
the evil day and making it worse when finally arrived 
than it would be now. 

In the midst of the chaos a few things are clear. 
One is that the shopmen have definitely refused the second 
proposal of President Harding for a compromise settle- 
ment. It was expected that they would refuse. It may 
at least be said of them that they are consistent. The 
railroad presidents, on the other hand, by a two-thirds 
majority vote, have accepted the President’s proposal in 
such way as to satisfy him. Even the minority of the 
railroad executives backed water somewhat as compared 
with the former position of their association, which, by 
a unanimous vote, rejected the first proposal made by 
President Harding. 

It may be that the rail executives think that, in 
jockeying for a position where they ride with the Presi- 
dent against the strikers, they have gained more than 
they have lost by their inconsistency, but the inconsist- 
ency is there, nevertheless. It seems to us that the 
executives who voted for the majority report are in the 
position of trying to make a big show of standing by 
the new employes and the loyal old ones, while at the 
same time they agree to the President’s proposal to “pass 
the buck” to the Labor Board in the seniority matter. 

Although the railway executives, in their reply to 
President Harding’s second proposal, used the phrases 
“majority report” and “minority report,” it is pointed out 
that, as a practical matter, there were two reports, one 
reflecting the decision of one group of executives and 
the other reflecting the decision of the other group. Un- 
der the rules of the Association of Railway Executives, 
a vote of the majority of the members is not binding on 
the railway executives as a whole, because each manage” 
ment reserves to itself the right to act as it sees fit. 

Analysis of the reports showed that roads having a 
mileage of 151,824 miles agreed to take back all former 
employes who have not been guilty of violence against 
the employes or property of the companies, and to as- 
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sign them to their former positions where those positions 
are vacant, and, in the event the positions formerly held 
have been filled, to find employment of the same class 
for the men taken back, leaving the disputed question of 
seniority to the Labor Board. While the majority ac- 
cepted the plan with the understanding that such accept- 
ance involved no surrender of the principles with respect 
to seniority.adopted by the carriers on August.1, and 
pledged themselves to defend before the Labor Board the 
seniority rights of both the employes who remained loyal 
and the new employes taken on since the strike began, 
as against “the strikers who may re-enter the service un- 
der the proposal of the President,” they agreed to accept 
the decision of the Labor Board on the seniority question. 

The executives of roads having a mileage of 57,222 
miles agreed that all former employes who have not been 
guilty of violence against the employes or the property 
of the railroads should be assigned to their former posi- 
tions where “vacancies exist,” questions of the seniority 
of such employes after assignment to be referred to the 
Labor Board for review. These roads agreed to take 
back only those strikers who could be assigned to the 
jobs they held before the strike began. If those jobs 
had been filled, the strikers would not be taken back. 
Furthermore, these roads stated specifically that, in agree- 
ing to submit the seniority question to the Labor Board 
for review, they did so with the understanding “that 
neither the railroads nor the employes shall be deprived 
of the right of review by the courts of such decisions if 
they affect agreements between any railroad and its em- 
ployes.”. In other words the roads that voted for the 
minority report, while agreeing to submit to the Labor 
Board for review, the seniority rights of strikers taken 
back, made the important reservation that if the Labor 
Board should make a decision that would compel them to 
repudiate agreements between them and their employes, 
they would be free to take that question to the courts for 
settlement. They refused to agree to accept the decision 
of the Labor Board as final. 


Under the acceptance of the majority, it appeared 
that although they would make a fight before the Labor 
Board on the basis of their reply of August 1, they would 
be bound to accept the decision of the Labor Board and 
abide by it, however it affected the status of the loyal ard 
new employes as compared with that of reinstated work- 
ers. The majority of the roads took this position, it was 
stated, because they could not see how the Labor Board, 
in the face of its ruling affecting the seniority question 
and the declarations of Chairman Hooper, could take 
away irom the loyal employes and the new employes the 
tights acquired by them. The majority of the executives 
based this conviction on the following facts : 


: That the Labor Board, in Decision No. 299, Docket 
845, October 29, 1921, said: 


The board further points out, for the consideration of em- 
Ployes interested, that when such action does result in a strike, 
the organization so acting has forfeited its rights and the 
nights of its members in and to the provisions and benefits of 
all contracts theretofore existing, and the employes so striking 
- voluntarily removed themselves from the classes entitled 
° appeal to this board for relief and protection. 


That the Labor Board, in its resolution of July 3. 
generally referred to as “outlawing” the strikers, and 
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Chairman Hooper, in his statements, reaffirmed the prin 
ciple stated in the decision quoted above. 

It may be said, however, that, though that is the 
position of the railroad executives, for publication, with 
reference to their expectations as to how the Labor Board 
would rule on the seniority question, the private view 
of many of them is that the board would probably decide 
the seniority question in favor of the strikers. They take 
the position they do take, for public consumption, doubt - 
less, because their private view is inconsistent with their 
action in leaving the matter to the Labor Board, and be- 
cause it is considered good policy to impress on the public 
that it is logical to expect that the Labor Board would 
agree with the railroads in this matter. 

The roads that voted for the minority report, it is 
said, were, for the most part, roads that have been suc- 
cessful in increasing their shop forces to a point where it 
would be impossible for them to agree to take back all 
the strikers under the President’s plan. These roads are 
not bound by the majority report. 

Not the least of the confusing and inconsistent things 
that have been done in the course of this strike and the 
negotiations arising out of it, is the consent of the rail- 
road executives to meet representatives of the strikers in 
New York this week to talk over the situation with a 
view to settlement. Their original idea was that there 
was no conflict between them and their men—that the 
difference was between the men and the government, 
represented by the Labor Board. That position was the 
correct one, and if it had been maintained by everyone 
concerned, as we have said before, the strike would have 
been history by this time. Now the railroads are per- 
mitting themselves to be made a party to the scheme to 
give the struggle the appearance of one between the mei. 
and their employers—and in such a struggle there is 
always room for an opportunity to compromise. 


HELP FOR LOCAL AGENTS 

With this issue of The Traffic World, the depart- 
ment, “Help for Local Freight Agents,” as such, is dis- 
continued. It had been our intention to have questions 
that puzzled local freight agents answered for them by 
one of them, but there has not been interest enough dis- 
played to justify maintaining the department, and it is 
difficult to find a local agent who can speak authorita- 
tively enough to warrant his answering such questions. 
We shall continue to give questions asked by local freight 
agents our attention but, hereafter, they will be answered 
in the “Questions and Answers” column by our staff of 
experts in Washington. 


THE OPEN FORUM 
We have a letter from John Stroud, Chicago, stating 
that we have printed numerous articles upholding the 
railroads, but that there are two sides to all controversies 
and asking us to publish the “enclosed statement from 
one of the other interested parties.” The enclosure is a 
letter in some newspaper (we are unable to determine 


what paper) signed by Mrs. John Stroud. It is a com- 


munication to the editor showing how the rail strike and 
the coal strike could be settled in 48 hours if the Wall 
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Street financiers were compelled to remove their grip 
from the throat of American industry. 

We do not identify Mr. Stroud in our list of sub- 
scribers and we do not find him in the Chicago telephone 
directory. If he will show us that he is one of our sub- 
scribers and will write a communication of his own, in- 
stead of putting his views in his wife’s name, we shall be 
glad to print it. Being unable to find Mr. Stroud, we 
handle the matter in this way, that he and his wife may 
uot think we are suppressing their views for any secret 
reason. 


The Traffic World has an open forum for the use of 
its subscribers. It is not a receptacle for matter from 


persons who are not subscribers or who are unwilling 


to have their names appear. We get many anonymous 


communications and we never print any of them, even 
if the author makes himself known to us. The views of 


one who cannot be identified by readers are worth 
nothing. 


NEVER BEEN EXPLAINED 


(St. Paul Pioneer Press, Aug. 12) 


One of the inexplicable incidents of the government inter- 
vention in the shopmen’s walkout is the variation between a mes- 
sage sent by the President to the loyal mechanics of the Hartford 
& New Haven road and his proposition to the railway executives 
and labor unions on the same date. The men who remained 
in the transportation service of the New England road addressed 
an inquiry to the President representing that they were making 
every effort and doing their best in the interest of society, under 
promise of permanent employment. “We have stepped into the 
breach in this crisis,” said their telegram, “in order that our 
institutions and the government might live; and we strongly 
feel that you should be loyal to those who have been loyal to 
you.” To this came a reply signed by George B. Christian, Jr., 
secretary to the President, in the following terms: 

“The President has seen the telegram signed by yourself 
and others. He contemplates no action to the detriment of rail- 
way employes who loyally remained at their posts, nor will he 
create a situation in which the railway managements cannot 
show full consideration to the workmen who have come to their 
aid during the strike.” 

On that same date President Harding addressed to the rail- 
way executives a proposal that all of the shopmen on strike 
should be restored to their former positions “with seniority and 
other rights unimpaired,” in other words, exactly the opposite 
that his secretary had communicated to the loyal workmen at 
Hartford. Since then, he has proposed that the seniority ques- 
tion be referred to the railway labor board. Both proposals 
have been rejected and both have been subjected to the necessary 
comment. But it never has been explained why these conflict- 
ing views went out of the White House on the same day. 


SOME WONDERFUL STRATEGY 


(Boston Herald, August 9) 


On Aprii 1 the union coal men struck. Weekly production 
from non-union mines was then about 3,500,000 tons. By June 
20 it had risen to 5,000,000 tons. In another month it would have 
been 6,000,000. Coal prices were high. Union labor was getting 
anxious. The battle might be failing. 

Then came Lewis’s telegram and the Herrin massacre. If 
not so intended, this tragedy certainly had the effect of frighten- 
ing off non-union miners. Still the non-union production kept 
gaining. What should be the next step? 

Then came the shopmen’s strike, aimed especially at rail- 
roads carrying non-union coal; non-union production then fell 
to 3,500,000 tons per week. Mr. Lewis hurried to Washington 
immediately after the Herrin massacre and was invited to lunch- 
eon by the President, at the White House. Every newspaper 
advertised this and so gave the impression that he saw no wrong 
in the Lewis telegram. Mr. Jewell, refusing even to heed the 
request of the Railway Labor Board for a conference, called the 
shopmen’s strike and announced that they were no longer rail- 
road men, and so under no obligation to the Railway Labor Board. 

Then Jewell hies himself to Washington and gets into con- 
ference with the President, thus announcing to the world that— 
although no longer head of any railroad union—he still is in 
control of railroad transportation. The President does not con- 
sult the shopmen working on the railroad, but Jewell arranges 
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it so that union leaders are consulted in determining who sha} 
be permitted to do so. 

Terrorism becomes rampant. Labor leaders send telegrams 
to Washington alleging dangerous conditions of railroad equip. 
ment, although more freight, except coal, is now moving than 
ever before. Passenger trains are well on time; but every delay 
gets wide publicity. Again the President comes to the rescue 
by suggesting that the old men may return and take the places 
of loyal men and of new men who have helped out. 

In the mean time the coal surplus is reduced, and the Pregj. 
dent says old wages should be paid, which means. high prices 
for coal. Other commodities are falling in price. Not so coal, 
Other wages are falling, but not coal wages or railroad wages 
which everybody else pays; and yet, though the Herrin massacre 
is now forty-seven days old, nobody is arrested. No statesman 
apparently thinks it of importance; no labor leader does any. 
thing to cause the arrest or conviction of the murderers! Qp 
the contrary, labor leaders say union funds will defend any union 
man who may be arrested. And the people stand for it. The 
politicians stand for it; and the labor leaders laugh in their 
sleeves! Surely the people need a leader! 


LEAGUE BACKS EXECUTIVES 


The following telegram was sent, August 8, by the South. 
western Industrial Traffic League to Chairman Cuyler of the 
Association of Railway Executives: 


The Southwestern Industrial Traffic League, representing practi- 
cally all of the shippers and receivers of freight in the states of. Okla- 
homa, Arkansas, Texas and Louisiana, is in entire sympathy with the 
attitude of the railroad executives in their position with- relation to 
the pending strike. We believe and recommend that you stand firm 
on the position taken, especially with reference to seniority rights, 
Should you at this time compromise and restore the strikers to their 
former positions with full seniority rights, it will set a precedent that, 
in our opinion, will cause serious trouble in the future. The Labor 
Board was created by Congress for both employers and employes and 
its decisions should be adhered to by both. We believe if you continue 
to stand by the position that you have taken, you will eventually win 
out and establish a precedent that will be a boon to the commerce of 
the nation. We are heartily in accord with the positions of the 
executives. 


TRAFFIC CLUB SAYS HANDS OFF 


The governing board of the Miami Valley Traffic Club sent 
the following telegram to President Harding, under date of 
August 15: 


It is the view of the governing board of the Miami Valley Traffic 
Club that failure of striking railway employes to agree to return to 
work and abide by a decision of the Labor Board after full hearing on 
all questions of seniority simply emphasizes the flagrant disrespect for 
the board which has been evident on the part of these strikers from 
the outset. But for valiant efforts put forth by most carriers to 
recruit their shop forces the country would today be facing trans- 
portation demoralization. We feel that the carriers have earned and 
should receive all possible public and governmental support in their 
continued efforts to furnish transportation and that no measures of 
expediency should be resorted to at this time which will encourage 
further flagrant disregard of the Labor Board’s decision. In accepting 
your original proposition for settlement the strikers’ reply was couched 
in terms which clearly meant that if future decisions of the Labor 
Board were distasteful to the workers they would not feel bound to 
accept them but would exercise their constitutional right to refuse 
service. Until railway operatives of all classes are brought to a 
realization that, so long as the Labor Board exists, its findings must 
be accepted, subject to later review, if unsatisfactory, we can not hope 
for the stability of railway operation so essential to the continued 
prosperity of this nation; and so we respectfully ask that whatever 
settlement is made be predicated on the needs of the future rather 
than upon immediate necessities, pressing as they may be. Our survey 
of public sentiment in this district indicates clearly that the people 
generally stand willing to undergo ineonvenience and even financial 
loss at this time if by their forbearance future difficulties of similar 
nature can be avoided. Since railway operation generally appears to 
be improving, it seems to us that a policy of hands off on the part of 
the government except to maintain absolute order, would probably 
result in a quicker and more satisfactory settlement than efforts to 
mediate, which seem only to hearten the strikers to further flout the 
constituted authority set up to adjudicate differences between railway 
operatives and their employes. 

t is our further view that, in its effort to maintain order, thé 
government should not be stampeded by threats of the brotherhoods 
to refuse service where armed forces are maintained, for this seems 
clearly a pretext for calling sympathetic strikes. We think the fed- 
eral government might very properly publicly announce that, in its 
efforts to maintain order. the members of the brotherhoods will be 
afforded every protection just as well as all other law-abiding citizens. 


OPPOSED TO SENIORITY RESTORATION 


The Southern Hardwood Traffic Association at a meeting at 
Memphis August 9, adopted resolutions opposing the restoration 
of seniority rights to the striking railroad employes, on the 
ground that it would constitute an injustice to the men employed 
since the beginning of the strike. It also pledged the support of 
the members of the association to the men at present employed 
on the roads, to the railroad executives, and to public officials 
seeking to continue the operation of the railroads. 





CARS FOR CONSTRUCTION MATERIALS 


The Commission has granted a hearing to the Associated 
General Contractors, August 24, on their application for a mod- 
ification of service order 23 to the end that more open top cars 


may be assigned for the use of shippers of road and construc 
tion materials. 


August 1 


— 


C 


eae cae 


Pres 
ing abou 
railroad 
what th 
petween 
direct c¢ 
leaders 
cials. 
legislati 
had alw 
He stop 
was thi 
shorten 
ened. 1 
approve 
road pr’ 
ference 
for not 
second 
confere: 
their cc 
three t 
law an 
less sal 
forts h 
for the 
confere 
Smith, 
Haven, 
of two 
one of 
each k 
accom] 
though 
the sti 
woods, 
with p 
vice at 
ing ar 
becam: 
that h 

ment | 
the fi 
intend 
sibly 
thoug] 
and ai 
troops 
said 1 
drawa 
holdin 
repres 
if he 
again 
was | 
willin 
His f 
had ¢ 
sider 
that | 
tion 
Hard: 
many 
every 
‘ 


hot ¢ 
frien 
week 
twin 
impo 
publ 
supp 
at a 
tong 
to o 
Com 
Har 
hig 
Ras 
Mer 
for 

of ; 
out 


hall 


ams 
[uip- 
than 
elay 
scue 
ACES 


resi- 
‘ices 
coal, 
Ages 
acre 
man 
any- 
On 
nion 
The 
heir 


Duth- 
the 


‘acti- 
Ykla- 
n the 
yn to 

firm 


their 
that, 
abor 
; and 
tinue 
r Win 
ce of 
F the 


sent 
e of 


‘raffic 
rn to 
ng on 
et for 
from 
rs to 
rans- 
i and 
their 
es of 
urage 
pting 
uched 
Labor 
nd to 
refuse 
to a 
must 
_ hope 
inued 
itever 
-ather 
urvey 
reople 
ancial 
imilar 
ars to 
art of 
ybably 
rts to 
it the 
ilway 


r, the 
hoods 
seems 
> fed- 
in its 
rill be 
‘izens. 


ng at 
ation 
1 the 
loyed 
ort of 
loyed 
ficials 


ciated 

mod- 
) cars 
struc: 


August 19, 1922 








Current Topics 
in Washington 





President Harding’s Strike Settlement Methods.—In bring- 
ing about a conference between the striking shopmen and the 
railroad executives, the brotherhood leaders took a step toward 
what they have insisted was the proper way to handle disputes 
petween their own memberships and the executives—namely, by 
direct conference between the parties involved. The older labor 
leaders always shied from settlements engineered by public offi- 
cals. Samuel Gompers, in 1916, in the consideration of the 
legislation that resulted in the so-called Adamson law, said he 
had always opposed legislative settlements of labor disputes. 
He stopped there, but what he said afterward indicated that he 
was thinking that if, by legislation, men could have their hours 
shortened and pay increased, they could also have them length- 
ened. It is believed that the older railroad executives also 
approve the direct negotiation plan. At least one former rail- 
road president, in talking with the writer before the direct con- 
ference was arranged, “took the hide off’ the executives, first, 
fr not having accepted the President’s first proposition, and 
second for not having made any effort to bring about a direct 
conference between themselves and the strikers. -As he saw 
their course, they missed the opportunity of their lives to show 
three things: First, that attempts to settle labor disputes by 
law and by-law created tribunals, since 1916, had been proved 
less satisfactory than the old way; second, that where such ef- 
forts had been successful, the shipping public had had to pay 
for them in the form of increased rates; and, third, that by 
conferences of such men as Willard of the Baltimore & Ohio, 
Smith, of the New York Central, and Pearson, of the New 
Haven, on the one side, Stone of the engineers, and the heads 
of two or three other labor organizations, chosen because each 
oe of them knew the game he was attempting to play, and 
each knew what would be about right, something would be 
accomplished. The former railroad president also had a few 
thoughts about the futility of President Harding helping settle 
the strike by calling in Hooper and Hoover, two babes in the 
woods, he said, as to actual railroading, and so much concerned 
with political considerations that they could not give good ad- 
vice at a time when action was needed. As to President Hard- 
ing and his determination to talk to Congress, his friends 
became more disgruntled than ever over his failure to realize 
that he was only heartening the strikers and putting off settle- 
ment by his well meant efforts to bring about peace. One of 
the first queries after the President’s announcement that he 
intended talking to Congress was as to what he could pos- 
silly recommend that would prevent sporadic strikes. One 
thought was he could ask for more money for deputy marshals 
and an addition to the fund available for the transportation of 
troops but he had been pacific up to that time, although he had 
said that nothing could be done that would force the with- 
drawal of armed guards where federal authority needed up- 
hiding. When conference was arranged between the strikers’ 
representatives and the executives it was felt that the President, 
if he persisted in his determination to talk to Congress, would 
again be putting off the day of settlement. In one day it 
was possible to get about as many views as there were men 
Villing to talk, except approval of what the President had done. 
His friends, as a rule, found it impossible to accept what he 
had done as evidence of either determination or of mature con- 
sideration, although, as a rule, they could not follow the thought 
that Roosevelt would have handled the situation to the satisfac- 
tion of everybody. In fact their inclination was to say that 
Harding was following Roosevelt’s method without adopting his 
mannerisms, because Roosevelt was accused of getting into 
‘verything, with or without reason. 





Small Attention to Important Decisions—Procrastination is 
hot only the thief of time, but of desirable publicity as well, any 
friend of the Commission could point out to it. In the last two 
weeks, while everything has been hectic on account of the 
win strikes, the Commission has handed down some of the most 
important decisions it has fabricated in a year. Has it obtained 
bublicity that will inform those who furnish the money for its 
Support that it has been doing something worth while? Not 
at all. With the newspaper reporters trotting around, their 
longues hanging out, first to a conference with Mr. Hoover, then 
‘0 one with Mr. Spencer, then to one with Mr. Stone, Jewell, or 
Gompers, then back to Mr. Spencer or Mr. Hoover or to Mr. 

arding or Mr. Daugherty, not to mention Mr. Lasker, where 
might one of them sit down to read over the production of Mr. 
ee about the rates on bunker coal, or Mr. Daniels’ preach- 
a about the duty of the Indiana Harbar Belt to switch cars 
e the chemical company at West Hammond, Ind., or any other 
. a half dozen decisions on knotty questions that have come 
ut within two weeks? A conference usually meant two trips 
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to the seat of the mighty, one to hear what the mighty one had 
to say and the second to obtain the statement on the sub- 
ject prepared and distributed by the publicity man of the great 
one. Where it might be inquired, does procrastination come 
in? Obviously, the Commission put aside, from day to day, the 
things on which the brethren could not agree except and unless 
there was first an earnest discussion and time for the prepara- 
tion of separate opinions. Near approach of the vacation season, 
if there are to be any vacations this year, admonished the com- 
missioners to rid themselves of the knotty things. That meant 
they would all be thrown at the public toward the end of July 
or by the middle of August. Usually that is not a bad time to 
hand down opinions of more than ordinary interest, but this 
year it was assurance than few would give the important 
opinions any attention. 





Muddy Language in Decisions—Once there was a great 
cry to come over into Macedonia to help. Ever since that time 
a ‘‘Macedonian cry” has been the only kind that was supposed to 
be above ignoring. There are some cOéfidemned to read the 
opinions of the finance and statistical buréaéus of the Commission 
who wish the men in them would learn to use the English 
language. It is not certain which of the two bureaus prepares 
the language in division cases, but whichever it is, to that one 
the prayer is addressed. In the Orient.division case, the text 
of the opinion contained two tables of figures. One seemed to 
say that the trunk line connections of the bankrupt Orient should 
receive such and such percentages of the present division. The 
other seemed to say that the Orient should receive such and 
such percentages. The order, however, contained only one set 
of figures. The text seemed to cover the other, but it was not 
a certainty that it did so. Of course, the text of the opinion 
and the order were tied together so that after one had thought 
on the subject a long time, it seemed fairly clear that the Abilene 
& Southern, for instance, until the further order of the Com- 
mission, should stand a 15 per cent shrink of its share out of 
joint rates and that that 15 per cent shrink should be passed 
over to the Orient. However, much language was used to ex- 
press that idea, if that was the idea intended to be conveyed. 
It seems that a more direct way of saying what was intended 
could have been devised. The late Chares A. Dana used to 
say that no man ever had an idea that could not be adequately 
expressed in simple Anglo Saxon, without the help of any Latin, 
Greek, or French words; also he used to pay a man, according 
to tradition, $5,000 a year to cut out the words not needed 
to carry the thought. Apparently his ideas as to the use and 
abuse of words never got far from his home, although he lived 
in New York during a long and busy life. 





Constitutionality of Division Rulings—It is regarded as 
certain that some of the railroads required by orders of the 
Commission to increase their divisions to embarassed connec- 
tions will go to the courts on the constitutional question of 
whether the law authorizes the Commission to extend help to 
such connections by taking money from their more prosperous 
connections and handing it over to the ones in distress, and 
whether, if it does, the authorization does not bring the section 
of the interstate commerce law into confiict with the constitu- 
tion. In the New England divisions case, the chief question 
has been as to whether the Commission is authorized to deal 
with divisions en bloc. There is less question about the Com- 
mission’s power in that respect than there is as to the power 
to make the transfer of funds which, obviously, are intended to 
bolster up a weak sister. There is hardly any question about 
the intention of Senator Cummins to produce a statute that 
would actually require the strong lines to bear some of the 
burdens of the weaker ones. To enable the stronger lines to do 
that he devised that scheme of requiring the Commission to 
initiate and establish rates that would give the railroads, as 
a whole, or as a whole in specified groups, a fair return on 
the value of the property devoted to the service of transporta- 
tion. But whether that is a constitutional plan is one of the 
things the courts, it is believed, will be called on to determine. 
A collateral question would be as to whether Section 15a could 
be made to stand alone if the power to give money to the 
weaker sisters were held beyond the scope of things Congress 
was empowered to order done. The obligation to permit rates 
that would give a fair return to the carriers was not created by 
Section 15a and does not rest on statue but on the constitutional 
right of every citizen not to be deprived of his property with- 
out due process of law, or without proper compensation. The 
query as to the law under which the Commission transfers 
money from a strong to a weak line will be as to whether the 
statute provides a constitutional method for taking money 
from one and giving it to another. One of the things supposed 
to be fundamental was that the property of one citizen could 
not be taken by public authority and bestowed upon another 
citizen. That theory was jabbed in the ribs, to use a common 
expression, when the courts held not unconstitutional the laws 
creating rent boards and commissions to say how much money 
a landlord might demand for the use of his house. The courts, 
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however, were at pains to point out that they were upholding 
the statutes only because of the emergency created by war. 


A. 4. Hi. 


OPERATING REVENUES AND EXPENSES 


The Commission’s official statistics on operating revenues 
and operating expenses of the Class 1 roads, including 15 
switching and terminal companies, for June, 1922, and June, 
1921, and the six months ending with June, 1922, and the same 
period of 1921, were issued this week as follows: 


Item 

No. Item 

1 Average number of miles operated...... 
Revenues: 


United States 
1922 1921 
235,128.28 234,669.97 


2 Ee re ere ee ene $ 331,872,368 $ 322,235,611 
3 DEE. ci-vcslcndeaeeweeeconesiog ferns *96,011,602 199,752,616 
i se eer ee) re 7,463,385 7,687,246 
5 FUXPTESS 2... cc eeecccccseccceccvecsces ‘eee 11,472,262 7,589,651 
6 All other transportation............... 15,808,829 13,831,257 
7 EEE aL coticae ns Vemccgdiwedveennede 10,246,805 9,908,660 
8 ES > ere eee 1,081,545 645,339 
9 PONE DIE RENES he cccbccccccccescue 171,502 65,090 


10 Railway operating revenues......... 473,785,294 461,585,290 


Expenses: 


11 Maintenance of way and structures... 70,436,736 69,183,317 
12 Maintenance of equipment............ 102,329,966 99,687,504 
13 NN Fath Fa A cdg Mami die wa tnle nee b< 7,470,204 6,991,837 
14 IEE, i'n xe decd uceeneicttenes 166,872,625 186,612,715 
15 Miscellaneous operations ............. 4,277,142 4,404,514 
16 EE 920. iE aifale'§ dine be anted.oc006 0u6 ss vie 13,179,328 14,306,618 
17 Transportation for investment—Cr.... 582,334 330,212 
18 Railway operating expenses......... 363,983,667 380,856,293 
19 Net revenue from railway operations... 109,801,627 80,728,997 
ZO. TAUWSE TAM . BCCTURIB. 6<6 i cc cccccccecece 26,561,731 23,405,715 
21 Uncollectible railway revenues.......... 106,530 , 129,712 
22 Railway operating income........... 83,133,366 57,193,570 
23 Equipment rents—Dr. balance.......... 5,110,477 4,895,221 
24 Joint facility rent—Dr. balance......... 1,428,883 1,231,234 
25 Net railway operating income....... 76,594,006 51,067,115 
26 Ratio of expenses to revenues (per cent) 76.82 82.51 


SIX MONTHS ENDING WITH JUNE 


1 Average number of miles operated..... 235,162.87 234,689.95 
Revenues: 
2 ce ee nn a a rae a ar $1,865,403,583 $1,870,442,229 
3 ND ihaiaiiia dl siskdd nie eine sid tw Dake eect $502,851,949 $574,939,925 
4 RCS in th iviaininie<Wrais wia > bier sek Maerdnaed 44,686,812 49,116,169 
5 elas it hata ariel eo out co) so anes etoile 58,464,940 41,652,380 
6 All other transportation............... 83,659,726 77,536,336 
* ERE Rn ee ree eee 52,009,422 59,628,285 
8 IE BO oc 0tcs ob vcivine tenes 5,089,610 3,902,742 
9 SOU FOCIIEY— DP... cc ccccvcevecccceses 1,041,007 1,036,796 
10 Railway operating revenues......... 2,611,125,035  2,676,181,270 
Iixpenses: 
11 Maintenance of way and structures... 346,072,512 370,383,937 
12 Maintenance of equipment............ 590,949,651 641,851,672 
13 NE Gk ie taka: 0.0 4/0 hacie e014) & oeceeeieie werse.e 42,866,848 43,053,083 
14 REID, «oo: vine u4.3 dit Ob Sev enieiew bs 999,822,862 1,198,287,134 
15 Miscellaneous operations ............. 22,791,484 25,110,219 
16 IN Log Si an gropenirar a ddcepatacs ieainiowixicm elaine 78,952,058 87,639,917 
17 Transportation for investment—Cr.... 2,782,826 2,982,002 
18. . Railway operating expenses......... 2,078,672,589 2,363,343,960 


19 Net revenue from railway operations... 
20 KRRIUWEY THE ECOCTUAIE... ..... cccccvccccecses 
21 Uncollectible railway revenues......... 


532,452,446 
147,285,803 
660,703 


384,505,940 


312,837,310 
133,396,337 
549,651 


178,891,322 


24,032,466 
9,373,837 


Railway operating income 


Equipment rents—Dr. 


3 1 r a 
4 Joint facility rent 


26,859,320 
Dr. balance 


8,553,675 


25 Net railway operating income 349,092,945 145,485,019 


26 Ratio of expenses to revenues (per cent) 


*Includes $2,844,567, sleeping and parlor car surcharge. 
tIncludes $2,923,490, sleeping and parlor car surcharge. 
tincludes $14,947,096, sleeping and parlor car surcharge. 
§Includes $16,023,105, sleeping and parlor car surcharge. 


REVENUE FREIGHT LOADING 


Revenue freight loading fell off slightly the week ended 
August 5—the fifth week of the railway shopmen’s strike—as 
compared with the preceding week, the total loading being 
851,351 cars as against 859,733 cars the preceding week, accord- 
ing to the weekly report of the car service division of the 
American Railway Association. 

Coal loading increased from 76,374 cars in the week ended 
July 29 to 79,246 cars in the week eended August 5. There were 
decreases in the loading of other commodities, with the exception 
of ore and coal, as compared with the preceding week. 

In the corresponding weeks of 1921 and 1920 the loadings 
were 786,178 and 935,730, respectively. 

Loadings by districts.in the week ended August 5 and in 
the corresponding week of 1921 were as follows: 

Eastern district: Grain and grain products, 11,506 and 9,574; 
live stock, 2,668 and 2,569; coal, 8,728 and 39,190; coke, 1,423 and 


79.61 88.31 
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905; forest products, 5,284 and 4,439; ore, 5,834 and 2,255; mer. 
chandise, L. C. L., 65,518 and 55,259; miscellaneous, 95,562 ang 
74,111; total, 1922, 196,523; 1921, 188,302; 1920, 230,654. 

Allegheny district: Grain and grain products 3,993 and 3,389- 
live stock, 2,561 and 2,516; coal, 18,452 and 42,540; coke, 4,198 
and 2,224; forest products, 3,005 and 2,097; ore, 12,772 and 7,068: 
merchandise, L. C. L., 50,277 and 43,859; miscellaneous, 77,695 
and 49,589; total, 1922, 172,873; 1921, 153,282; 1920, 192,994, 

Pocahontas district: Grain and grain products, 211 and 220; 
live stock, 141 and 155; coal, 19,555 and 16,533; coke, 243 and 73: 
forest products, 792 and 1,055; ore, 33 and 9; merchandise, 1, 
C. L., 3,879 and 4,524; miscellaneous, 2,944 and 3,946; total, 1929 
27,798; 1921, 26,515; 1920, 37,334. 


Southern district: Grain and grain products: 4,474 and 4,189. 
live stock, 2,354 and 1,778; coal, 17,015 and 19,000; coke, 814 any 
250; forest products, 17,803 and 13,645; ore, 1,063 and 214: mer. 
chandise, L. C. L., 34,879 and 35,804; miscellaneous, 35,736 and 
33,674; total, 1922, 113,688; 1921, 108,547; 1920, 127,446. 


Northwestern district: Grain and grain products, 12,325 anq 
12,967; live stock, 6,609 and 6,940; coal, 6,546 and 7,805; coke, 
1,278 and 4386; forest products, 14,733 and 10,330; ore, 44,164 and 
21,243; merchandise, L. C. L., 28,424 and 27,740; miscellaneous, 
41,146 and 33,080; total, 1922, 155,225; 1291, 230,491; 1920, 158,995. 

Central Western district: Grain and grain products, 19,268 
and 21,552; live stock, 9,461 and 9,058; coal, 5,719 and 16,709; 
coke, 373 and 232; forest products, 7,120 and 5,852; ore, 1,966 
and 736; merchandise L. C. L., 32,474 and 30,678; miscellaneous, 
49,095 and 40,589; total, 1922, 125,476; 1921, 125,406; 1920, 125,014. 

Southwestern district: Grain and grain products, 6,735 and 
7,558; live stock, 2,713 and 2,896; coal, 3,231 and 4,318; coke, 183 
and 228; forest products, 7,161 and 6,017; ore, 386 and 759; mer- 
chandise, L. C. L., 14,836 and 15,600; miscellaneous, 25,073 and 
26,259; total, 1922, 59,818; 1921, 63,635; 1920, 63,293. 


Total, all districts: Grain and grain products, 58,512 and 
59,442; live stock, 26,507 and 25,912; coal, 79,246 and 146,095; 
coke, 8,442 and 4,348; forest products, 55,898 and 43,435; ore, 
66,218 and 32,284; merchandise, L. C. L., 229,287 and 213,464; 
miscellaneous, 327,241 and 261,198; total, 1922, 851,351; 1921, 
786,178; 1920, 935,730. 


WESTERN BRICK RATES 


The Trafic World Washington Bureau 
Application for a modification of the Commission’s order in 
No. 10733, National Paving Brick Manufacturers’ Association et 
al. vs. Alabama & Vicksburg Railway Company et al., has been 
made by attorneys for the defendants. They ask for the elimina- 
tion of that part of the order which would require the western 
carriers to establish rates on common brick on the basis of 80 
per cent of the general brick list. In effect they alleged the 
Commission had gone to sleep between the time of writing its 
opinion and the drafting of the order, forgetting what it had 
said in its report when it came to draft the order. 


In the report the Commission said “our finding in this case 
as to the western district therefore will be confined to the es 
tablishment of the uniform brick list.” Earlier in its report the 
Commission had said that on the evidence presented it found 
it impossible to deal effectively with the general rate situation 
as to brick in the western district, and that that matter should 
be left for determination in harmony with whatever adjustment 
might result from the other proceedings in the case. 


Notwithstanding the declarations of intention not to deal 
with rates in the western district the Commission in its order 
directed the carriers in that western district to apply “for the 
transportation of common brick, 80 per cent of the general brick 
list.” On account of that conflict the applicants asked modifi- 
cation so that no change in the rate structure in the west would 


be required as a result of the findings and order of the Com- 
mission. 


CHICAGO COAL RATES 


The Trafic World Washington Bureau 


In No. 11224, Chicago Coal Merchants Association against 
the Santa Fe, Director-General, and others, with McChord, Pot- 
ter, and Campbell voting in favor of making the Lowery switeh- 
ing rates apply to the whole Chicago district, the Commission 
has ordered the carriers, not later than November 13, to reduce 
rates on soft coal to Rogers Park so it will be only 13 cents 
over Chicago; to establish rates on soft coal from the east to 
Evanston, Wilmette, Kenilworth, Winnetka, Niles Center, Edge 
brook, Morton Grove, Bensonville, Elmhurst, Hinsdale, Wester? 
Springs, Lombard, and La Grange, 37.5 cents over Chicago, and 
on hard coal not more than 63 cents over; to Hubbard Woods, 
Glencoe, Glen Ellyn, Wheaton, and West Chicago, not more thal 
fifty and seventy-five cents over. Evanston is not to be higher 
than Greenwood Street. The dissenting commissioners said it 
was time to require the railroads to treat the whole of the Chi- 
cago district as one unit on coal and the other commodities from 
application of the Lowery rates. 
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INCREASED DIVISIONS ORDERED 


A ten per cent increase in the divisions the Southern Pacific 
yow pays to the Nevada-California-Oregon Railway has been 
ordered in No. 13549 (mimeographed, without page or opinion 
numbers), the Commission-ordered inquiry into the divisions paid 
io that narrow gauge extending from Hackstaff, Calif, a point 
nar the boundary between Nevada and California, to Lake- 
yiew, Ore., a distance of 171 miles. The Commission said it was 
ymecessary to consider the divisions paid by the Western Pa- 
cific to the short line because it was of the opinion that that 
part of the line between Hackstaff and Wendel, Calif., a distance 
of about 16 miles, should be abandoned, thus breaking the con- 
nection between the two lines. According to the Nevada-Cali- 
frnia-Oregon, that part of the line between Hackstaff and Wen- 
jel, over which the interchange between itself and the Western 
pacific takes place, is an unprofitable part of the line. It said 
that if the Western Pacific decired to continue its connection, 
that line should assume the cost of operating the connection, 
estimated by the three-state-name carrier at about $20,000 a year. 

Abandonment of the line between Hackstaff and Wendel, the 
(ommission said in this report, would be authorized in finance 
docket No. 1796. The inquiry into the division question was 
brought about by an application of the narrow gauge for per- 
nission to abandon its whole line because, as it said, its revenues 
were insufficient to enable it to continue operation. That ap- 
jlication was heard by the California Railroad Commission, and 
is still pending, although the federal commission has announced, 
in this division inquiry, that it will authorize the abandonment 
of the 16 miles between Wendel, where the Southern Pacific 
cmnects with the short line, and Hackstaff, the latter being the 
Western Pacific junction. 

It is the opinion of the Commission that maintenance of op- 
eration on the short line is required by public interest, although 
the population to be served is only 10,000, with the terminal 
towns containing 4,000 of that total. The line was built in 1880. 
Itwas intended to serve a mining region north of Reno. The 
nining traffic did not develop. The road was extended to 
Alturas, Calif., and Lakeview, Ore., the latter about 235 miles 
north of Reno. The Western Pacific, built in 1911, paralleled 
the narrow gauge a considerable distance. Sixty-four miles of 
the narrow gauge track were sold to the Western Pacific in 
117. The latter company reconstructed it to standard gauge 
and is operating the line through a comparatively unproductive 
region. 

Present divisions, the Commission said, were considerably 
above the local rates of the narrow gauge. Its ton-mile earnings 
average 5.586 cents. On the freight delivered to the Southern 
Pacific its earnings average 10.48 cents per ton-mile. Yet in 1921 
ithad an operating deficit of $52,837. 


The trunk line connections of the Nevada-California-Oregon 
said it would be unconstitutional for the Commission to increase 
livisions to the narrow gauge. The Commission did not agree 
with that view. It called attention to the fact that the value 
of the little carrier’s property was included in the total on 
which it ordered the establishment of rates to give a fair return 
to the carriers in that group as a whole. It noted that a large 
limber of irrigation projects were under way and that sale of 
their bonds was hampered by the uncertainty of the fate of the 
latrow gauge. The Commission said the production of wheat 
was increasing rapidly and, taken altogether, it thought the rec- 
ord sufficient to warrant the taking of steps to keep the line in 
operation. 


CIRCUITOUS ROUTES CLOSED 


Routes alleged by the respondents to be akin to those around 
Robin Hood’s barn are to be closed by the Fort Worth & Denver 
City, and the Wichita Valley railroads, so traffic from the Pacific 
lorthwest to Texas will be restricted to the route via Texline. 
ta report on I. and S. No. 1529 (mimeographed, without page 
opinion numbers), the Commission has held as having been 
listified the proposed schedules by which the application of joint 
lates from the Pacific northwest to points on or via the roads 
Mentioned will be restricted to the route via Texline, Tex. The 
schedules stand suspended until September 21. They were put 
pon the suspense docket by the protests of the Fort Worth 
Chamber of Commerce and the Texas Wholesale Fruit and Pro- 
ue Association. No protest was made by the originating 
‘arriers, or the consignors of fruits and vegetables from the ter- 
‘tory of origin, the Commission said. 

In justification of the proposal, the respondents said the 


Mvided in the tariffs also tended to promote storage at Fort 
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a they were seeking to close averaged 26 per cent longer 
‘lan the route through Texline. They said the storage in transit 
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Worth, although storage at Denver would tend to conserve their 
long hauls for them. The protestants said the allegation that 
the route via Texline was shorter than the routes to be closed 
was not much of an argument in view of what they claimed to 
be the fact, namely, that the respondents participated in joint 
rates via other routes, from 24 to 148 per cent longer than the 
direct routes. The protestants also averred that the respond- 
ents, in recent months, had proposed to restrict other rates from 
California to Texas and from Texas to Utah-Idaho territory, but 
that upon their protests they had withdrawn the tariffs. 


YORK TRACKAGE ARRANGEMENT 


In a report written by Commissioner Aitchison, in No. 11455, 
Manufacturers’ Association of York, Pa., vs. Pennsylvania et al., 
opinion No. 7806, 73 I. C. C. 40-53, the Commission held that, upon 
the facts of record, the use of the terminal facilities of the Penn- 
sylvania Railroad at York, by the Western Maryland, had not 
been shown to be in the public interest. That is to say, the Penn- 
sylvania should not be required to open its terminals to the com- 
peting Western Maryland. 

However, the situation under attack by the complaining asso- 
ciation may be changed, if the ruling of the commission is legal, 
by a holding that “the practice of the Pennsylvania Railroad 
and the Western Maryland of extending to the other the use of 
its tracks to effect terminal receipt and delivery of carload freight 
at industries within a limited zone in York” is “unduly prejudicial 
to shippers in York without the zone.” The undue prejudice is to 
be removed not later than November 6 on thirty days’ notice. 

A further finding is that the practice of the Pennsylvania, in 
interchanging at York and switching traffic to and from its junc- 
tion with the Maryland & Pennsylvania within the city, is not 
unduly prejudicial to the Western Maryland, its patrons, or their 
traffic. 

Commissioner Potter dissented and Commissioner Cox con- 
curred in that dissent. Their dissent, broadly speaking, was 
based upon the belief that the order to remove the undue preju- 
dice would result in depriving the Pennsylvania of the advan- 
tages it obtained from being the first in York and giving some 
of them to the Western Maryland, which entered York in 1893 
It built its main line in such a location as to sever tracks leading 
from the main line of the Hanover & York, now owned by the 
Pennsylvania, to industries which, up to the time of the coming 
of the Western Maryland, then known as the Baltimore & Harris- 
burg, had only one railroad connection. 

When the industry tracks were thus severed, the two com- 
panies entered into a contract regarding freight to and from the 
industries the tracks of which were severad by the newcomer. 
Before that was done the newcomer in York made contracts with 
the industries whereby it obligated itself to preserve their abil- 
ity to receive and deliver freight via the Hanover & York. 

The agreement between the two railroads, according to the 
statement made in the report, was that, for the mutual benefit of 
the parties and the residents of York, each line would receive 
from and deliver to the other at the nearest convenient point of 
connection, loaded and empty cars, for the purpose of delivering 
or receiving traffic to and from points in the city of York acces- 
sible to one carrier, but not to the other. The contract provided 
the charge for this service should not exceed actual cost. It de- 
scribed the territory of application as west of Beaver street, 
where the Hanover & York connected with the Harrisburg- 
Baltimore line of the Pennsylvania. 

The provisions of the contract, Mr. Aitchison said, were not 
followed literally. In lieu of the method provided in the con- 
tract, he said, each carrier operated with its own power over 
short switch tracks to the track of the other, and thence over 
those tracks to the sidings, where deliveries were made to the 
various industries. In practice, he said, each carrier having the 
line haul made terminal receipt or delivery with its own power to 
and from industries within the zone bounded by Codorus creek 
and West Market street. Although, he said, the lines of the two 
railroad companies continue side by side for some distance west 
of Market street, the industries along the tracks are treated as 
being outside the zone. Neither line keeps any record of what 
it does on the tracks of the other. 

Under the agreement, Aitchison said, the carriers accord to 
the industries in the zone all the advantages of interchange at 
York, with mutual absorption of switching charges. Shippers 
just outside the zone, he said, were at a big disadvantage in com- 
peting with those therein, the disadvantage of competitors with 
plants within a mile of each other being usually more than $30 
per car. 

Shippers outside the zone, but near each other in a physical 
sense, in the city, by reason of the arrangement between the two 
roads, Aitchison said, were required to pay for the interchange 
of traffic at Hanover, the cost being the rate to and from Han- 
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over, or dray the traffic. If an error is made by a shipper in 
failing to route traffic on the joint rate to York, via Hanover, 
the consignee is required to pay the charge to and from Hanover 
to obtain delivery. The cost of drayage to one company, the Mar- 
tin-Parry Corporation, alone, he said, is $13,000 annually. Its 
competitor, the York Body Corporation, is in the zone and ob- 
tains delivery without extra cost, no matter how the freight may 
be routed or if not routed at all. The shippers outside the zone, 
if their consignors fail to route the cars, according to the report, 
must bear the extra cost. 

The Pennsylvania assumed the burden of defense. It claimed 
the arrangement was a trackage arrangement and that to treat 
it otherwise would result in depriving it of the advantage it ob- 
tained when it was first in York and established the terminals 
which enable it to control the bulk of the tonnage. The Western 
Maryland, at the hearing, expressed a willingness to establish 
interchange in York. 

From the standpoint of carriage, Commissioner Aitchison 
said, the situation of the industries, both inside and outside the 
zone, was substantially similar. The advantage of the shippers 
within the zone, he said, arose from the contract of the carriers 
and not from any controlling transportation difference. 

Commissioner Potter treated the arrangement as one for the 
reciprocal use of tracks, from which no advantage or disadvan- 
tage of shippers, condemned by law, could arise, because, in the 
last analysis, the question was as to how far each carrier cared 
to extend its lines. He said the contract called for an inter- 
change, but the practice was different. The practice was that 
observed under trackage agreement or arrangement and that the 


Commission was called upon to deal with the practice and not 
anything else. 


PREPARED ROOFING RATES 


A complete scheme of rates on prepared roofing, to be made 
effective not later than October 3, has been prepared by the Com- 
mission in a report written by Commissioner Daniels, on No. 
11481, Certain-teed Products Corporation et al. vs. Atchison, 
Topeka & Santa Fe et al., and I. and S. No. 1468, opinion No. 
7811, 73 I. C. C, 82-99. The original report was put out in 63 
I. C. C. 65. The further hearing was had, at the behest of the 
complainants, when the railroads submitted the tariffs which 
they claimed would result in the removal of the undue preju- 
dice found by the Commission in the original decision. Upon 
their protests the schedules were suspended from January 5 
and 15 and February 4, until June 4, and then postponed by the 
carriers until October 4, 1922. The new rates reflect the reduc- 
tions of July 1, 1922. 

In the first report the Commission held the rates from Mar- 
seilles and Bast St. Louis to jobbing points in Minnesota, North 
Dakota, South Dakota, Nebraska and Kansas, called by it interior 
points, while not intrinsically unreasonable, were and for the 
future would be unduly preferential of St. Paul, Duluth, Minne- 
apolis, Sioux Falls, Sioux City, Omaha, Lincoln, Fremont, Atchi- 
son, Leavenworth, St. Joseph and Kansas City, called by it, bor- 
der points. 

When the carriers came to remove the undue preference they 
proposed to increase the rates from Marseilles and East St. 
Louis 6 cents to all border points except the Twin cities, to 
which they proposed an increase of 7 cents. The increases men- 
tioned would have brought the commodity rates to the border 
points to approximately 67.6 per cent of the contemporaneous 
of fifth class, the rating given prepared roofing material. In the 
original report the Commission said the rates to the border 
points would be unduly prejudicial to the extent that the per- 
centage of the commodity rates to the fifth class rates to the 
interior jobbing points exceeded or might exceed by more than. 
20 per cent the percentage of the commodity rates to the fifth 
class rates on like traffic to the border points. In other words 
if the commodity rates to the border points were only half the 
tifth class rates, the rates to the interior jobbing points might 
not be more than 20 per cent higher. In accordance with that 
rule, the carriers said, after they had decided to increase the 
rates to the border points, they held the decision permitted them 
to revise the rates to the interior jobbing points by making 
them 81 per cent of the fifth class. 

Instead of increases of 6 and 7 cents, the Commission said 
they had justified increases of only 2 cents to the Missouri River 
cities and points basing thereon; of 3 cents to Chicago and Chi- 
cago rate points, to Duluth and the Twin Cities; 3 cents from 
St. Louis and St. Louis to Duluth and 4 cents from East St. 
Louis and St. Louis. It said they had not justified any increase 
in the proportionals between the rivers on traffic east of the 
Indiana-Illinois line. To carry out the Commission’s idea as 
to that, the report said the schedules were to be cancelled with- 
out prejudice to the establishment of the following maximum 
rates, to the border points: 


Rates in cents per 100 pounds. 

From 

Krom Minne- 

St. Louis Krom Irom neapolis 

and East Mar- From Chi- and St. 

St. Louis, seilles, Peoria, cago, Paul, 

To— cents. cents. cents. cents, cents. 

Duluth, Minn. ........ Pe ae 26.5 21 21 21 a 
Minneapolis, Minn. ......... 19.5 #18 *18 *18 
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Gt. Poul, - Minn. -cicvssoresis 19.5 *18 *18 #18 - 
a a. Se 0° ere 26.5 26.5 26.5 26.5 2 
meow Clty Towa... 0... cents 26 26 26 26 " 
i ee ee ee 19 22.5 22.5 26 of 
Foe eee eee 19 22.5 22.5 26 of 
Leavenworth, Kans, ....... 19 22.5 22.5 26 of 
Be. FORGO, MGs. onc ccsecccecs 19 22.5 22.5 26 4 
Kansas City, Mo. ........... 19 22.5 22.5 26 of 
OO ee ee 23 26.5 26.5 30 i 
PUOMIOME | INGO: odie 5 ome ecimite 23 26.5 26.5 30 3) 








*Applies in either direction. 


With regard to the rates from East St. Louis and Marseilles 
to the interior points, the Commission said the following rates 
would be established: 


From From From From 
Mar- KE. St. Mar- E.S$t 
seilles, Louis, seilles, Louis 
: Ill., i, ti 
To— cts. cts. To— cts. cts, 
Alexandria, Minn...... 32 42.5 Deadwood, S. D........ 79 78 
Bemidji, Minn. ....... 37 40 i Se eee 34 41 
Brainerd, Minn. ...... 32 33 Mitchel. S. D,.... 6.0.0. 3 35.5 
Breckenridge, Minn.... 35.5 38.5 Mobridge, S. D. ...... 47 49.5 
Crookston, Minn. ..... 39.5 40.5 Pierre, &. DD. .ssc.c0e. H.5 Be 
Fergus Falls, Minn.... 35 36 Rapia Cry, S: D........% 79 78 
Intl. Falls, Minn...... 39.5 43 MeGmeIe, 8. Diss os0860 34 42.5 
Little Falls, Minn..... 29.5 30.5 Watertown S. D....... 32 34.5 
Mankato, Minn. ...... 20 20 Yankton, 5. D......... 28.5 34 
Marshall, Minn. ....... 37.5 33 Alliance, Neb. ........ 64.5 59 
Pipestone, Minn. ...... 25.5 25.5 Columbus, Neb. ....... 40 35.5 
St. Cloud, Minn. ...... 27 28 Crawterd, Neb. ....... 64.5 61.5 
Thief River Falls, Minn. 41 42.5 Beatrice, Ned. ...cce.. 30 255 
Virginia, Minn. ........ 29.5 33.5 Fairbury, Neb. ........ 40 35.5 
Wiimar, Minn. ........ 29.5 30.5 Grand Island, Neb..... 44 39.5 
Detroit, Minn. ........ 36 $7.5 Hastings, Neb. ........ 44 395 
Bismarck, N. D........ 56 57 Kearney, Neb. ........ 47.5 43.5 
Devils Lake, N. D..... 53 54 Norfolk, Neb. ......... 40 385 
Dickinson, N. D....... 66 71.5 North Platte, Neb. .... 56.5 52 
A’) eee 38.5 41 St. POU. NED. «sc00.0+ 46.5 415 
Grand Forks, N. D.... 42.5 43.5 Scotts Bluff, Neb. ..... 65.5 615 
Jamestown, N. D...... 49.5 50.5 Concordia, Kans. ..... 43.5 39.5 
eo 63.5 64.5 Dodge City, Kans. .... 61 56 
Valley City, N. D...... 47.5 48.5 Great Bend, Kans. .... 59 4 
Wahpeton, N. D. ..... 35.5 41 LArnGG, HAMS. 2.0.00. 60 55 
Williston, N. Dak...... 72.5 74 Manhattan, Kans. .... 38 33 
Aberdeen, S. D........ 34 42.5 alten, TEAMS. o.5 se cecc 46.5 415 
Chamberlain, S. D. ... 45 43.5 


By reason of the revision authorized, Mr. Daniels said, it 
would be necessary to readjust the rates to and from points in 
Wisconsin, Minnesota, Iowa, Missouri and Illinois so as to con- 
tinue the percentage relationship which the rates to or from 
those points bear to the rates authorized to the border points 
herein mentioned. 

No justification, the Commission said, other than the estab- 
lishment of rates approximately 81 per cent of fifth class, was 
offered for proposing to increase the rates on building and roof: 
ing paper to Colorado common points. The proposal was to re 
duce the rates on prepared roofing from 93 cents, from East 
St. Louis to 86.5 cents; from 97 cents from Marseilles to 905 
cents; and from 101.5 from Chicago to 95 cents. At the same 
time it was proposed to increase the rates on building paper 
from 90 to 95 cents from Chicago, from 88.5 to 90.5 cents from 
Marseilles; and from 84.5 to 86.5 from East Et. Louis. The Com- 
mission said the rates on prepared roofing from Marseilles and 
East St. Louis to Colorade common points were, are and for 
the future will be unreasonable to the extent they exceeded, ex: 
ceed or may exceed the present rats on building paper of 78 
cents from Marseilles and 75 cents from East St. Louis. The 
Commission also held they had not justified the proposed in- 
creases in rates on building paper. 

The carriers, in presenting their schedules to carry out the 
Commission’s first decision, left the rates on prepared roofing 
from East St. Louis, Marseilles, and Chicago unchanged. The 
complainants contended they were unreasonable to the extent 
they exceeded those on building paper. On that point the Com- 
mission affirmed its original finding that the rates to Montana 
and Wyoming points, subject to the reductions that went into 
effect July 1, 1922, were not unreasonable or unduly prejudicial. 
It again observed, however, that it would probably be neces 
sary to readjust certain of the rates on account of the revision 
required in rates to western Nebraska, western North Dakota 
and Colorado common points. 

The Commission said there was no reason for it to change 
the uniform commodity description for application throughout 
the entire territory west of the border points, prescribed in the 
original report. It therefore affirmed its finding in respect of 
that description. 


BUNKER COAL RATES 


In a ten to one decision on No. 13421, in the matter of rates 
on bunker coal, opinion No. 7809, 73 I. C. C. 62-77, written by 
Commissioner Eastman, with a dissent by Commissioner CaMp- 
bell, the Commission differentiated the practices of the carriers 
to Atlantic ports in carrying coal on so-called transshipmet! 
rates, from the practices of the carriers, condemned in, in the 
Matter of Restricted Rates, 20 I. C. C. 426, which was upheld by 
the Supreme Court of the United States, in I. C. C. VS. Balti: 
more & Ohio, 225 U. S. S. 326, and Coal and Coke Rates in the 
Southeast, 35 I. C. C. 187, in which it condemned, as unlawiul, 
the maintenance of rates on bunker coal, from Alabama fields. 
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August 19, 1922 


te New Orleans. In support of the conclusion of the tem Com- 
missioners it the maintenance of rates on coal, to the ports, 
for transshipment by vessel, lower than to the ports proper or 
to other intermediate points, was not unlawful, Mr. Eastman 
cited language taken from a dissenting view in the restricted 
coal rates case. The Commission’s decision in this case is not 
regarded by it as a reversal of what it said in the two cases 
mentioned. 

In the decision in which the bunker coal rates to New Or- 

leans was condemned as unlawful, Mr. Eastman pointed out, the 
carriers limited the lower rates to bunker coal; that is to coal 
intended to be used on ship board as fuel, imposing higher rates 
on coal that was to be carried as cargo. The illegality in that 
case, the Commission, in this case, pointed out was in making 
rates dependent upon the use to which the commodity was to 
e put. 
, rafter setting forth the fact that not a railroad or a shipper 
objected to the rates maintained to the ports, and the facts with 
regard to the practices at each of the ports, Mr. Eastman said 
the question of legality of the rates was raised by the two cases 
before mentioned. He took up the contentions that had been 
made, not by any shipper or by any railroad, but by technical 
constructionists of the law and the jurisprudence and pointed 
out, by liberal quotations from the reports in the two cases, that 
the questions raised by the fuel coal practices of the railroads 
and the rates to New Orleans limited to bunker coal, were not 
the same as the ones raised by any facts in this case. The case 
was created by the queries as to the legality of the rates to 
the ports. The Commission itself initiated the proceeding in 
which Secretary Hoover appeared as a witness in behalf of the 
maintenance of the rates in question. 

Assuming there might be an analogy between fuel for rail- 
roads and fuel for ships, Mr. Eastman devoted himself at con- 
siderable length to that phase of the subject. On that point, and 
in conclusion of the whole matter he said: 


In our opinion, however, the facts developed of record in this 
proceeding and above set forth show that bunker coal as a practical 
matter is so closely associated with cargo coal and, by reason of this 
association, so impressed with the character of the latter that a dis- 
tinction in rates between the two is impracticable. It follows that a 
rate on coal delivered to a vessel and thereafter used for bunker 
purposes may fairly be regarded and treated as a proportional or 
transshipment rate. " bial 

“The purpose of the act to regulate commerce is to facilitate, not 
to impede, commercial operations. When shippers and railways unite 
in asking that a particular thing be done; when that thing is mani- 
festly for the interest and convenience of all parties; when no harm 
can result, but when, upon the contrary, the fundamental purposes 
of the act will be promoted, I think we should, if possible, put such a 
construction upon this statute as will permit it.’’ 

While this was said in a dissenting opinion In the Matter of 
Restricted Rates, supra, at page 440, it is peculiarly applicable to the 
facts here under consideration and, unlike the situation by which we 
were then confronted, it is here possible, for the reasons above indi- 
cated, to adopt the construction desired. 

We find that it is not unlawful for respondents to apply on coal 
delivered at ports to vessels, whether as cargo or for bunker pur- 
poses, rates which are lower than the rates from the same points of 
origin to the same ports on similar kinds of coal for local delivery at 
those ports, not into vessels. The extent of the difference which may 
lawfully be established between such rates is not here in issue. Our 
findings herein are confined to the movement of coal to the ports 
covered by evidence of record in this proceeding. Conditions at other 
ports may differ so that the same conclusions would not apply. 

In view of the conclusions already reached, we find that the main- 
tenance by respondents of rates on coal delivered at ports to vessels, 
whether as cargo or for bunker purposes, which are lower than the 
local rates from the same points of origin to intermediate points does 
not contravene the fourth section of the act. 

The proceeding will be discontinued. 


Mr. Campbell, in his dissent, said he considered the deci- 
sion in the two cases which raised the question of legality as 
to the rates in this proceeding, sound and that they should be 
followed. He considered the denomination of the rates as rates 
to be applied on coal for transshipment a fiction too thin to be 
used by his colleagues in upholding what he deemed a direct 
violation of the fourth section. He said he deemed the rates in 


question to be in violation of the second, third and fourth 
sections. 


SWITCHING ALLOWANCE REPARATION 


Award of reparation has been imade in No. 11105, United 
Chemical & Organic Products Co. et al vs. Director-General, 
Indiana Harbor Belt et al., opinion No. 7812, 73 I. C. C. 100-3. 
The Commission, in a report written by Commissioner Daniels, 
has held the discontinuance, by the Indiana Harbor Belt of the 
performance of switching service at the plants of the complain- 
ants, at West Hammond, Ind., after February 1, 1917, while ex- 
acting rates including such service, resulted in unreasonable and 
Wduly prejudicial charges for interstate transportation. 

Reparation is to be made, with the cost of the switching 
service performed by the complainants as the measure thereof, 
from February 1, 1917, to March 26, 1920. The Belt is to pay 
reparation on interstate shipments, from February 1, 1917 to 
January 1, 1918; the Director-General on all transactions during 
federal control; and the Belt from the end of federal control to 
March 26, 1920. The complainants themselves, Mr. Daniels ob- 
Served, limited their complainant to interstate shipments. Be- 
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cause of that limitation, the Commission made ne finding as to 
intrastate shipments. 

In effeet the Commission found that the complainants, all 
one interest, began doing their own switching in 1917 with the 
consent of the Belt, which at that time, according to the report, 
was not prepared to give adequate service, although, in its 
tariffs, holding out to render it. Mr. Daniels said that it was 
not the function of the Commission, under the interstate com- 
merce act, to enforce specific compliance of contracts for al- 
lowances between shippers and carriers where tariffs did not 
include allowances. But, he said, where carriers, under their 
tariffs, held themselves out as offering, for a given rate, to render 
a certain, specified service, and, after a certain date, withhold 
a part of that service, the shipper not preventing carrier from 
rendering the complete service offered under the tariffs, there 
had been an increase in the rate, no less than if, after a certain 
date, a higher charge had been made for the identical service 
previously performed for the original charge. He said, therefore, 
it devolved upon the Belt to justify the increase, and that that 
it had not done. 

It was necessary to have a further hearing in this case be- 
cause the original record did not make it clear that the com- 
plainant, United Chemical & Organic Products Co., was the agent 
of the Central Chemical Co. or the successor to Hirsch-Stein & 
Company, and also because there was uncertainty as to the nego 
tiations that had been carried on between the complainant and 
the Belt company with regard to the abandonment of efforts by 
the latter to switch cars for the complainants. Mr. Daniels 
said the record now showed an officer of the Belt company had 
told the complainants when they suggested substituting their 
own power for that of the Belt company in the switching of 
cars that unless and until the complainant acquired an engine 
and performed spotting, it would not be possible for the carrier 
to determine or pay a proper allowance. He advised the com- 
plainants where to obtain the necessary blanks upon which to 
keep a cost record of the switching for use as a basis for ad- 
justment; and indicated that after the requirements indicated 
in the forms had been met, the Belt would see that the matter of 
an allowance should be expedited; and that if complainants 
could prove their costs they would, in all probability, have an 
allowance accorded to them. It appeared, Mr. Daniels said, after 
the engine was procured, the allowance was refused, and that, 
in consequence of this refusal the complainants had been sub- 
jected to unlawful rates. He said the record might leave some 
doubt as to whether there was an explicit understanding, a 
meeting of minds on both sides, but there was no doubt about 
the inability of the Belt adequately to perform service with 
promptness. There was no question, he said, but that the rates 
paid by the complainant included the rendition, by the Belt, not 
only of the line haul but also the terminal service, and that the 
Belt was not unwillingly relieved of a service which it was not 
adequately equipped to perform. Nor was there any question, 
he said, but that the complainants were induced to undertake the 
terminal service with an expectation of receiving an allowance. 
A further conclusion was that the complainants did not displace 
the Belt without the latter’s full consent; and that now the Belt 
makes the complainants an allowance for an identical service. 
The Belt, however, resisted the payment of reparation, claiming 
an award of reparation would not be in harmony with Whitaker- 
Glessner Co. vs. B. & O., 63 I. C. C. 47 in which the Commission 
held the complainant was not entitled to an allowance on ac- 
count of the complexity of the track layout and other reasons 
not present, as Mr. Daniels said, in the instant case. 

In that case, the Commissioner said, the railroad company 
was willing and ready to perform the service but could not on 
account of the complexity of the track lay-out. In this case, he 
said, the defendant was willing, if not eager to have the com- 
plainants perform the service for themselves, and, furthermore 
outlined the exact methods for keeping an accurate record of 
the cost, as a condition precedent to the making of an allowance. 


TRANSIT REVISION REQUIRED 


A revision of grain transit rules applicable at Cincinnati 
and Louisville has been advised by the Commission in a report, 
written by Commissioner Lewis, on No. 12984, Exchange of the 
Cincinnati Grain & Hay Exchange Company vs. Baltimore & 
Ohio et al, opinion No. 7813, 73 I. C. C. 104-8 No order was is- 
sued, but the carriers, according to the language of the report 
“should immediately discontinue the practices herein found to 
be illegal, and if they desire to continue such as we find are 
reasonable, should amend their tariffs of rules governing transit 
on transit grain at Cincinnati and Louisville accordingly.” The 
Indianapolis Board of Trade intervened in the case but was not 
represented at the hearing. The Commission’s admonition, 
therefore, does not include that city. 

In a general way the complainant desired to have the transit 
rules and practices changed so as to have the balance of the 
through rate collected after the grain on which transit had been 
accorded was shipped out. The complaint was caused by the 
lack of uniformity in dealing with the grain shipped out from 
the transit point. In some instances the whole of the through 
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rate was collected at the transit.point.in addition. to .the_.in- 
bound rate and then the amount of inbound rate refunded. 
That was known as “back billing.” ..No attempt, the.report said, 
was made to defend that practice... : os amet 
Another practice was to require the shippers to adjust claims 
as between carriers when the charges beyond the transit point 
were collected on the basis of the division of the outbound car- 
rier, the amount of the division paid being that certified by the 
inspection and weighing bureau. If that bureau made a mis- 
take, the shipper was required to correct it. The carriers, how- 
ever, refused to furnish division sheets so that the shippers could 
know what should have been paid. The shippers said that under 
that practice, they were forced to become a clearing house for 
interline settlements. The carriers conceded the scheme was 
unfair. They undertook to defend it, however, on the ground that 
where shipments moved outbound from the transit point, over 
a line other than that which brought in the grain, the account- 
ing difficulties involved in the interline settlements were so 
great as to justify the plan of collecting the outbound carrier’s 
proportion of the through charge, although the shipper was not 
supplied with the division sheet to show that outbound propor- 


tion or division. The Commission’s findings on the subject were 
as follows: 


1. That the present practices of defendants which require shippers 
to pay charges on grain, in carloads, stopped in transit at Cincinnati 
and Louisville, in excess of the charges that would accrue under the 
through rates from original shipping points to final destinations are 
illegal as being without proper tariff authority; 

2. That the collection on the outbound shipments of amounts 
equal to the division of the through charges accruing to the outbound 
carriers with subsequent refund as described is not unreasonable or 
unduly prejudicial as alleged; 

That when the transportation is wholly over one line of rail- 
road from point of origin to final destination, the practice of collecting 
on the movement from the transit point the amount of the through 
charge, or the outbound local charge when such charge added to the 
inbound charge exceeds the amount applicable for the through move- 
ment, is unjust and unreasonable, and that in such cases a just and 


reasonable practice would be to collect the balance of the through 
charge; and 

4. That the practice of requiring the shippers to adjust charges 
under divisions of joint rates as between the inbound and outbound 
carriers to and from the transit point when a mistake in showing the 
divisions is made by the Central Inspection and Weighing Bureau is 
unjust and unreasonable, and that such adjustments should be made 
between the carriers themselves. 


PETROLEUM DECISION AFFIRMED 


The Commission, on further hearing at the request of the 
Director-General, in No. 11225, Lawton Refining Co. vs. Director- 
General and Chicago, Rock Island & Pacific, opinion No. 7817, 
73 I. C. C, 121-2, has affirmed its finding in the original report, 
62 I. C. C. 480, that a rate of 9 cents on a large number of ship- 
ments of crude petroleum, from Junction City, Okla., to Lawton, 
Okla., during federal control, was unreasonable to the extent it 
exceeded 7 cents and awarded reparation. 

In this case the Commission emphatically held the 4.5 cent 
flat increase in rates on petroleum, made in the summer and fall 
of 1918 as a substitute for the 25 per cent increase decreed in 
General Order No. 28, was not sacred and immune from attack 
because it was applied generally as a substitute for the 25 per 
cent increase. 

Attorneys for the Director-General asked for a reversal of 
the original finding, largely, if not wholly on the ground that as 
the record did not show the flat increase was unreasonable as a 
whole, or that the base rate to which the 4.5 cents increase was 
added was unduly high, the Commission erred in holding the 9 
cent rate unreasonable. The Director-General, according to the 
report, insisted the complainant should not have been heard to 
assail the flat increase, in view of the fact that it was a member 
of one of the organizations of independent oil operators upon 
whose urgent solicitation the flat increase was adopted in lieu of 
the percentage increase. 

“The controlling question,” said the Commission, “is whether 
the resulting rate is unreasonable. The amount of the increase 
and the rate to which the increase was added are not in issue. 
The fact that a flat increase was authorized as reasonable for 
general application does not preclude attacks upon particular 
rates which include that increase upon the ground that the re- 
sulting rate was unreasonably high.” 





C. & 0. INCREASES FORBIDDEN 


Increases in class and commodity rates from St. Louis, East 
St. Louis and other points in Illinois, Indiana, Kentucky and Mis- 
souri to destinations on branches of the Chesapeake & Ohio which 
leave the main line at Catlettsburg, Ky., and Barbourville, W. Va., 
have been forbidden, in a report on I. and S. No. 1525, opinion 
No. 7808, 73 I. C. C. 59-61. The Chesapeake & Ohio proposed to 
bring the joint rates up to the level of the combinations, on the 
theory that, inasmuch as rates to points south of the Ohio had 
long. been made by combination the presumption was that rates 
so made would be reasonable. The Commission disagreed with 
that view and said the burden of justification other than a show- 
ing, of custom was on the carrier. Besides it said its attention 
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had_not been directed.to any instance.in which the.Chesapeake ¢ 
Ohio or..the.Norfolk & Western had applied te. rule.of full combi- 
nations.to points on.their branch lines. .In. eentral territory, it 
said,..the rates to.branch line points were.made.on.the central 
territory..scale. .It- also said that to branch line points east of 
those involved in this case, the rates were made by adding ar- 
bitraries, somewhat less than the locals, from the junctions. 

The combinations, the Chesapeake & Ohio said, were left 
higher than the joint rates because in the Fifteen Per Cent case 
joint rates were not increased. The Commission pointed out 
where St. Louis jobbers, for instance, under the proposed rates, 
would be placed at a disadvantage in competing in that territory 
with jobbers in New York, Louisville and Philadelphia by being 
asked to pay higher rates for shorter hauls. 


BOOT AND SHOE RATES 


An increase of two cents per 100 pounds in the commodity 
rail-and-water rate on leather boots and shoes, any quantity, 
and a reduction in the rates, carload and less than carload, on 
rubber boots and shoes, from Boston and Providence to Peters. 
burg, Richmond and South Richmond, Va., have been authorized 
by the Commission in a report on I. and S. No. 1547, opinion 
No. 7800, 73 I. C. C. 16-18, on not less than five days’ notice, 
The proposal, made in behalf of the Merchants & Miners Traus- 
portation Company, asked for authority to increase the leather 
boot and shoe rate from 64.5 to 74 cents, so as to bring the first 
mentioned rate up to the level authorized in the Fifteen ‘er 
Cent case, 45 I. C. C. 303. The Commission held the increase 
had been justified, subject to the change in the level caused by 
its decision in Reduced Rates, 1922. Observation of thai limita- 
tion will bring into operation a rate of 66.5 cents, or two cents 
over the present rate. 

Protests against the increase were made by New England 
manufacturers through chambers of commerce, and their own 
trade associations, and by brokers, both in New England and 
Virginia. 

In explanation of the application, the Merchants & Miners 
said it did not obtain the benefit of the Commission’s decision 
in the Fifteen Per Cent case. It filed appropriate fifteenth sec- 
tion application therefor, but when the property was taken over 
by the government that application was withdrawn by the Rail- 
road Administration because the President, as the operator of 
the railroads, was authorized to make changes in rates without 
obtaining the consent of the Commission. It said it could not 
justify a higher rate on rubber boots and shoes than on leather 
and that, until request was made for the same rate, it was not 
aware that the benefit of the Fifteen Per Cent case had not been 
obtained. Rubber boots and shoes, it said, took the class 1ates 
of 96 cents L. C. L. and 83 cents carloads. The increase in 
cost of a pair of men’s shoes was figured, assuming the re- 
quested increase were allowed, at less than a third of a cent 
per pair, and less than a fifth on a pair of women’s. 


JOINT RATES UNNECESSARY 


The Commission has dismissed No. 12712, Hood Coal Com- 
pany et al. vs. Monongahela Traction Company (Now Mononga- 
hela Power & Railway Co.) et al., opinion No. 7807, 73 I. C. C. 54-8. 
In an opinion written by Commissioner Cox it held that, in con- 
nection with the transportation of coal from mines between 
Shinnston and Bingamon Junction, both in West Virginia to 
points in other states, the Monongahela, an electric line, was a 
common carrier subject to the interstate commerce law. It fur- 
ther held, however, that the combination rates were not unrea- 
sonable or otherwise unlawful and denied a prayer for joint rates. 
It denied the prayer for joint rates on the ground there had been 
no showing of necessity or desirability for joint rates. It said 
that because a railroad was a common carrier it did not follow 
as a matter of course that it might be required to maintain joint 
rates and through routes. Under the law, Commissioner Cox 
said, the establishment of such rates depended upon showing they 
were necessary or desirable in the public interest. 

The object of the complainant was to obtain the Fairmont 
district rates because its mines, physically, are in that district 
Instead of being accorded the district rates, it has to pay $15 per 
car for coal sent to the Western Maryland, and $20 per car, sent 
to the interchange with the Baltimore & Ohio. The Monongahela 
insists upon the billing being from the mines to the junctions, 
as if what Commissioner Cox called the incidents of billing could 
affect the character of the movement. He said the manner In 
which freight charges were paid beyond the junctions was not 
shown. Counsel for the electric line, according to the report, con- 
tended that even if the shipments were in interstate commerce 
the Commission could not assume jurisdiction because the Monon- 
gahela was a “street electric passenger railway” not engaged im 
the general business of transporting freight in addition to ‘its 
passenger and express business. That contention the Commission 
said was without merit. The electric road has a mileage of 130. 
it mines coal and refines petroleum but does not carry those 
commodities over its own rails, its plants being on the rails of 
its trunk line connections. It uses the rails of at least one of its 
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trunk line connections and at least one of them uses the rails 
of the electric line for switching to industries. The Commission 
said it conducted a freight business over its own tracks and 
those of the Western Maryland and maintained freight stations. 
But, the Commission found there was no public necessity for 
the establishment or maintenance of joint rates. 


RELIEF FOR MOFFATT ROAD 


Help for the Denver & Salt Lake Railroad Company, now in 
the hands of W. R. Freeman and C. Boettcher, as receivers, has 
peen extended by the Commission by means of decisions in No. 
13293, Reduced Rates, 1922, reopened for the benefit of the Mof- 
fatt road, opinion No, 7831, 73 I. C. C. 189-96, and No. 13393, W. R. 
Freeman and C. Boettcher, as receivers of the Denver & Salt 
Lake vs. Atchison, Topeka & Santa Fe et al., opinion No. 7830, 
731. C. C. 178-88. 

In the reopened Reduced Rates 1922 Case, the Commission 
came to the conclusion that the Moffatt road should not be re- 
quired to reduce any of its rates, except those on coal. In the 
other case. No. 13393, in which the road asked for increased divi- 
sions on coal, the Commission said the just, reasonable and 
equitable divisions on coal to be received by the Moffatt road 
would be those in effect December 19, 1921, the day the com- 
plaint was filed, plus 50 cents a ton.’ The divisions on coal are 
to be restated back to the day the complaint was filed and on 
each ton of coal hauled by the Moffatt road and turned over to its 
connections, it is to be paid 50 cents in addition to what it has 
already collected. The Commission said the present divisions 
were not constructed upon any single definite basis and were 
not uniform. For instance, it said those received from the Union 
Pacific and the Burlington were somewhat higher than those 
paid by the Rock Island. The irregularities arose from various 
causes, the Commission said, including some of its own decisions. 
It said the parties to the case did not expect the Commission to 
realize the divisions of rates to the various destinations, but 
merely to pass on the application for an increase of 50 cents per 
ton. And that is all it did. 

The Commission took the ground that it would result in 
undue prejudice to some receivers of coal for it to permit the 
Moffatt road to continue the present rates on coal, especially to 
consumers in Nebraska and Kansas, and to the operators of 
the mines. 


The defendant connections of the Moffatt road undertook, by 


means of the ordinary kind of traffic statistics, to show they were .- 


paying reasonable and equitable divisions to it. They stressed 
the divisions they were paying the Denver & Rio Grande, but the 
witnesses for the Moffatt road pointed out that the Rio Grande, 
in its hauling of coal from Walsenburg to Colorado Springs, 
crossed no mountain ranges and encountered no severe grades 
or snow troubles, such as plagued the operators of the Moffatt 
road. They therefore contended the divisions paid the Rio 
Grande were not fair measures for divisions to be paid their 
road. The position taken by the connections, as set forth by 


the Commission, and the Commission’s answer thereto, were 
as follows: 


_ Defendants contend that section 15 of the interstate commerce act 
gives us no sweeping authority to levy contributions from other car- 
riers for the benefit of a complaining carrier in financial distress. 
They further contend that the Moffatt road has failed to establish that 
its divisions are unjust, unreasonable, or unduly prejudicial, or that 
its earnings ought to be increased by means of larger divisions on 
interstate coal traffic. They point out that only two of defendants, 
the Santa Fe and the Union Pacific, earned in 1921 the fair return 
defined by the transportation act; that the Northwestern earned only 
146 per cent on its reported investment, the Rock Island 4.1 per cent, 
and the Chicago, Milwaukee & St. Paul less than 1 per cent. They 
contend that the Moffatt road is not warranted in urging that because 
> net operating income was less than its fair return its earnings 
pt be increased at the expense of connections which are col- 
ectively earning less than a fair return. But the Moffatt road is not 
asking that its revenues be increased at the expense of its connec- 


~~ so that it will earn a fair return upon its reported investment. 
ne merely attempted to allocate the expenses attributable to 


o tate coal traffic and has asked for an increased division which is 
po than what the estimated cost of the service would be. It is not 
Pe al for cost plus a fair return either upon that traffic or upon its 
po a traffic. While the bases and allocations of costs used in its 
} an can_ not be accepted as wholly accurate, still the amount 
ni panded is clearly within reasonable bounds in view of the extremely 
ons operating costs upon its line. In view of the difficult services 
mt formed by it, the comparisons of yields per ton mile under its 

visions with the weighted average yields under the divisions of the 


Principal defendants show that its divisions 1 j 
able and equitable, are less than just, reason- 


ADDITIONAL PAPER RATES 


In a supplemental report on No. 11950, Minnesota & Ontario 
Paper Co. et al. vs. Northern Pacific et al., and complaints 
srouped therewith, opinion No. 7815, 73 I. C. C. 113-5, written 
by Commissioner Eastman, the Commission said the railroads 
Should establish lower rates, on indicated kinds of paper and 
Paper articles, from points of origin in Wisconsin, Minnesota 
and Michigan to points in South Dakota, such as Deadwood, 
Using that point as typical, west of the Missouri River, in not 
less than sixty days. No order was issued, but the carriers 
are expected to make the adjustment within the time indicated, 
observing the decision in Reduced Rates, 1922, as a guide. 
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The Commission, in its original report, 66 I. C. C. 571, did 
not establish or even indicate key rates to destinations west 
of the Missouri River. It said, however, the carriers should 
establish rates to points not mentioned, in harmony with the 
decision. The South Dakota railroad commissioners brought to 
the attention of the Commission the fact that the railroads, in 
supposed compliance with that admonition, had established a 
rate of $1.20 per 100 pounds on the basic commodity, to Rapid 
City, Deadwood and Lead. They suggested that that rate was 
away out of line with the rates nominated by the Commission. 
They pointed to the fact that Pierre, east of the Missouri, is 
about 700 miles from the Fox River group of paper-makers and 
that the Commission said the rate to that city should be 52 
cents. They further pointed out that Deadwood was but slightly 
more than 200 miles beyond Pierre. 

“While transportation conditions in western South Dakota 
are less favorable,” said Mr. Eastman, “a difference of 68 cents 
for this additional distance (of 200 miles) is clearly too great.” 
He said the rate to Deadwood, from the Fox River group, was 
unreasonable at the time of the original report, to the extent it 
exceeded 90 cents. The Commission further found that the 
respective rates on newsprint, in carloads, from the northern 
Wisconsin and Minnesota groups, International Falls, Minn., 
Groos, Manistique and Munising, Mich., and from Fort Frances 
and Sault Ste. Marie, Ontario, for that portion of the transporta- 
tion within the United States to Deadwood for the future will 
be unduly prejudicial to or unduly preferential of shippers there- 
under to the extent that they are or may be greater or less 
than rates made by applying to the corresponding rate contem- 
poraneously in effect from the Fox River group differentials 
which bear to such corresponding contemporaneous rate the 
same percentage relation that the differentials set forth below 
bear to the corresponding rate from the Fox River group as 
described: 


Fox River group rate to Deadwood, S. D., 90 cents. 
' Northern Wisconsin group differential under Fox River group, 
.5 cents. 
Sault Ste. Marie differential over Fox River group, 7 cents. 
Minnesota group under Fox River group, 5 cents. 
International Falls and Fort Frances differential under Fox River 
group, 1 cent. 
¥ Groos differential over Fox River group, 2 cents. 
Manistique differential over Fox River group, 3 cents. 
Munising differential over Fox River group, 3 cents. 





CUBICAL MINIMA REPARATION 


The Commission has dismissed No. 12246, Brooks-Scanlon 
Lumber Co. et al. vs. Director-General, Ann Arbor et al., opinion 
No. 7814, 73 I. C. C. 109-12, holding the decision in Lumber Car- 
load Minima, 68 I. C. C. 98, affords the relief sought by the com- 
plainants with respect to a reasonable and definite rule for de- 
termining carload minima on lumber from Bend, Ore., to various 
interstate destinations. 


As to reparation, the Commission, speaking through Com- 
missioner Lewis, said the record did not establish the condition 
of the loading of cars at the time of shipment with sufficient 
certainty to sustain an award of reparation and that, therefore, 
return of some of the money paid on cars which the complainants 
claimed were loaded to “full visible capacity’ could not be 
ordered. 


In support of the contention that the cars, shipped between 
May 17, and December 12, 1919, were loaded to “full visible 
capacity,” the complainants submitted bills of lading bearing, 
in accordance with the requirements of the tariffs, the notation 
of “loaded to full visible capacity” when the cubical capacity 
could not be fully loaded, and the affidavits of shipping clerks 
that the cars were loaded to full visible capacity. Mr. Lewis 
said the affidavits were not made until after the shipments 
moved. He said no witness having personal knowledge testi- 
fied they were loaded to full visible capacity. 


To overturn the contention of the complainants, the car- 
riers submitted diagrams of the cars showing how they were 
loaded. The complainants questioned the accuracy of some of 
the diagrams. Mr. Lewis said they were not introduced as exact 
pictures of the loads, but were made, in each instance, following 


a: personal inspection of the cars, by representatives of the 
carriers. 





SECONDHAND IRON RATES 


A holding of unreasonableness and an award of reparation 
have been made in No. 12875, Southern Carbon Co. vs. Missouri 
Pacific et al., opinion No. 7818, 73 I. C. C. 123-4, as to class rates 
of $1.04 and $1.12, on second-hand iron and steel articles, in 
straight and mixed carloads, from Coalton, Okla., to Swartz, La. 
On’some of the shipments a fifth class rate of $1.04 was imposed. 
On others the class A rate of $1.12 was charged because they 
contained articles rated class A. The complainant suggested a 
commodity rate of 50.5 cents for the future. Instead the Com- 
mission said a combination of 81 cents, based on Coalton, Okla., 
would have been reasonable for application, although it would 
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have yielded a ton-mile of 33.3 mills for a haul of 487 cents. The 
rates assessed yielded ton-miles of 42.7 and 46 mills. 

The article involved were articles of machinery and ap- 
paratus taken from a dismantled carbon black plant at Coalton 


and were intended for use in a plant that was being constructed 
at Swartz. 


RANGE CATTLE REPARATION. 


Upon further hearing in No. 11812, Russell Brothers vs. 
Director General, Union Pacific et al., opinion No. 7819, 73 I. C. C., 
125, the Commission has awarded reparation on range cattle 
from Rock Springs, Wyo., to Storey, Calif. The record as orig- 
inally made did not warrant an award of reparation in the 
original report, 61 I. C. C. 671. Proof of shipments and damage 
sustained, were made on further hearing and the award of repara- 
tion made. 


COAL CHARGES UNREASONABLE 


In a report on No. 12736, George B. Newton Coal Co. vs. 
Director-General and Pennsylvania, opinion No. 7804, 73 I. C. G 
33-6, the Commission held unreasonable, charges assessed on 
anthracite coal, from Angora to Pashal and Fifty-second Street, 
all within the limits of Philadelphia, to the extent they ex- 
ceeded 10 cents per short ton, minimum $5 per car. The coal 
moved in July and August, 1918, from mines in Pennsylvania. 
The cars could not be actually placed when they arrived. An 
embargo prevented intra-city movement except upon permit from 
the Philadelphia district car service committee. The charges 
collected averaged $59.36 per car, which, in the estimation of 
the Commission, were too much. 


FRESH-MEAT BONE RATES 


Rates no higher than those contemporaneously maintained 
on packing house products are to be established, not later than 
October 16, from South St. Paul, Sioux City, South Omaha, Kan- 
sas City, Mo.-Kan., Fort Worth, Chicago, East St. Louis and 
New York to Camden, N. J., in accordance with an order in 
No. 12176, Morris & Co. vs. Director-General, Chicago Junction, 
et al., opinion No. 7823, 73 I. C. C. 187-41. The report also covers 
No. 12283, Wilson & Co., Inc., vs. Director-General, Chicago « 
Alton, et al., and No. 12302, Armour & Co. et al. vs. Chicagu 
Junction, Director-General, et al. 

The order is based upon a finding of unreasonableness as to 
the rates on the fresh-meat bones, generally shipped to manu- 
facturers of canned soups, prior to May 25, 1921. Before the 
date mentioned the carriers required the shippers to pay the 
fresh meat rates. The shippers contended they should have 
been classed as “bones N. O. I. B. N.,” which, in western classifi- 
cation, took class D and in official sixth class. The Commission 
held the rates collected prior to May 25, 1921, were illegal be- 
cause they were not on the basis the shippers said they should 
have been, and directed the refund of overcharges. May 25, 
1921, the carriers published a fourth class rating, 30,000 mini- 
mum, on fresh meat bones, on the ground they were to be used 
for human food purposes and that the low value at the time of 
the hearing, 60 cents per 100 pounds, was due to the low price 
of meat cuts used in the making of soup. The carriers also 
contended they were more valuable than bones used in the 
making of glue, gelatine and fertilizer, although the shippers 
showed that bones for the various uses never followed any regu- 
lar price line, so that that test would not be reliable. The Com- 
mission concluded that any rate in excess of the packing house 
products rate, since May 25, 1921, was and would be unreasonable. 
Refund and reparation are to be made to the bases indicated. 


RATE ON GARBAGE TANKAGE 


A finding of unreasonableness and an award of reparation 
have been made in No. 12189, Indiana Reduction Co. vs. Director- 
General, opinion No. 7822, 73 I. C. C. 134-6, as to a rate of 22.5 
cents imposed on 17 carloads of ground garbage tankage shipped 
from Dupo, Ill., to Little Rock between November 1, 1918, and 
March 31, 1919, inclusive. It held the rate unreasonable to 
the extent it exceeded 20 cents, to which basis reparation is 
to be made. 


GROUND PEANUT HULLS 


In a rate sense when the same tariff carries rates on peanut 
hulls and ground peanut hulls, with a clause authorizing the 
application of the lower. of the two, there is no difference be- 
tween peanut hulls and ground peanut hulls. That appears to 
be the sense of the Commission’s decision in No. 11967, Sigmund 
Rothschild Company et al. vs. Director-General, Abilene & South- 
ern et al., opinion No. 7820, 73 I. C. C. 126-8. As to whether 
there is any difference in fact, the Commission did not decide. 
The Commission held, for the purposes of this case, that a 
rate of 31.5 cents, collected on 21 carloads of hulls that the 
president of the shipping company said had been ground, from 
poiats in Texas to Lake Charles and Crowley, La., was illegal 
to the extent it exceeded a rate of 22 cents on peanut hulls. 
The Commission found both rates in the same tariff and also 
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a rule for applying the lower of the two if two happened to 
be in same tariff. It said that when the second rate of 22 cents 
was established in September, 1916, the purpose was to pro. 
vide the rate on peanut hulls the same as that on cottonseed 
hulls, and that the new rate was arrived at by simply taking 
the cottonseed hull rate. 


TIME CONCESSION TO DETROIT 


Assuming Detroit is joined to its idols, the Commission, in an 
eighth supplemental report on No. 10122, written by Commis- 
sioner Aitchison, opinion No. 7810, 73 I. C. C. 78-81, has modified 
its orders defining the limits of United States eastern and cen- 
tral time zones, 51 I. C. C. 273, 53 I. C. C. 208, and 66 I. C. C. 566, 
so as to include the territory embraced within the corporate 
limits of Detroit within the first mentioned or eastern zone in- 
stead of the central. 

In that way United States standard time is to be made to 
conform to the time adopted locally by Detroit. Geographically, 
the city is in the central time zone because it is west of the 
boundary between the United States and Canada, the line be. 
tween the two zones. Detroit uses 75th meridian time, which it 
adopted in 1915, after much contention, notwithstanding the laws 
of Michigan. Detroit, Commissioner Aitchison said, claimed ex- 
emption from that law by reason of provisions in the constitution 
of Michigan giving cities a considerable measure of home rule. 
He said the object of the petition was to have Detroit exempted 
from the inconvenience and uncertainties to commerce resulting 
from the observance, locally, in Detroit, of a standard of time 
different from the United States standard of time, by bringing 
the latter into harmony with that used locally. 

“Obviously,” he said, “this inconvenience could be relieved 
at once and for all time if Detroit should generally conform to 
the state law and the existing federal standard, but it is equally 
manifest that the habits of the city are so set it will not do so. 
The example of Detroit has been followed or has forced the 
like action by scores of interior Michigan cities, and a con- 
fused condition exists and will continue, which threatens the 
integrity of the time scheme of Congress.” 

Detroit refused to retard her clocks in 1918 when Congress 
adopted the daylight saving scheme, which, in Washington and 
other places where the clocks have not been retarded, is called 
the “time slaving” scheme. 

The Commission authorized the carriers entering Detroit 
from the north, west, and south to continue using United States 
standard time notwithstanding the fact that their lines within the 
city will lie in the eastern standard time zone. It expects them, 
however, to advertise the fact that their trains will arrive and 
depart by eastern standard time. 


LIGHT RAIL RATE REVISION 


Lines serving Huntington, W. Va., Pittsburgh, Johnstown, 
Newark, O., and Cumberland, Md., not later than November 11, 
are to establish rates on new, light iron and steel rails, to points 
in the Pittsburgh-Buffalo and central territories, not greater 
than 78 per cent of the sixth class rates from the points of origin 
to the destinations. The rates on iron and steel rails of the 
description mentioned are to be twenty times the rate per unit 
of 112 pounds, rates on iron and steel articles generally being 
on the long ton instead of the short ton basis. 

An order to the foregoing effect, one that may force a fairly 
widespread revision of rates on iron and steel articles, has been 
issued in No. 9784, West Virginia Rail Company vs. Baltimore 
& Ohio, Director-General et al., on further hearing, opinion No. 
7827, 73 I. C. C. 149-151. In the way indicated the carriers are 
to remove an undue prejudice against the complainant found 
and reported by the Commission in its original report in 53 I. 
C. C. 652, made June 20, 1919, but not yet removed. The car- 
riers made various efforts to hit upon a scheme that would re- 
move the undue prejudice but gave them up because none seemed 
to meet the situation without entailing consequences that seemed 
to them more important than the undue prejudice the Commis- 
sion said the complainant was suffering. 

After detailing the various efforts, the Commission said no 
better way had been found than that suggested by it in its 
original report, namely, by establishing rates “from the several 
producing points representing equal percentages of the sixth class 
rates therefrom.” When it came to find what the percentages 
of the corresponding sixth class rates might be it found them 
ranging from 75 per cent and less to 21 destinations; to 7, from 
75 to 80 per cent; to 19, from 80 to 85 per cent; and to 2 destina- 


tions in excess of 85 per cent. It found the average to be 78.2 
per cent. 


PETROLEUM RATE REVISION 


The Commission expects the carriers, within sixty days 
from the service of its report in No..10675, Constantin Refining 
Co. et al. vs. Director-General, Ahnapee & Western, et 4. 
opinion No. 7832, 73 I. C. C. 197-202, written by Commissioner 
Hall, to establish rates on petroleum to the Mid-continent and 
Texas destinations involved, from Devol, Frederick and Altus, 
Okla., on the basis of its holding that rates from the three points 
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of origin mentioned were, are and will be unreasonable to the S. D.; Dan Kelley, Farmers’ Co-operative Association, Dallas, 


extent they exceeded, exceed or may exceed those from the 
Burkburnett group. The Commission further held the rates from 
the same points of origin to destinations in Texas unduly preju- 
dicial to the extent they exceeded, for like distances, the rates 
contemporaneously in effect from Shreveport to destinations in 
Texas. 


ROSIN COMPLAINT DISMISSED 

The Commission has dismissed No. 12761, Rosin & Turpen- 
tine Export Co. vs. Atlantic Coast Line et al., opinion No. 7824, 
73 I. C. C. 141-2, holding the rate on rosin, carloads, from Sa- 
yannah to South Amboy, N. J., was not unreasonable. The rate 
collected was the applicable rate of 56.5 cents. The contem- 
poraneous rate, in June, 1920, to New York, was 32.5 cents. The 
agent of the carrier, according to the complainant, said the rate 
to South Amboy would be the same as the one to New York 
harbor points. 


ILLEGAL CHARGES ON OIL 


The Commission has ordered reparation in No. 12013, Atlantic 
Refining Co. vs. Director-General, New York, New Haven & Hart- 
ford et al., opinion No. 7825, 73 I. C. C. 143-5, on an account of the 
assessment of an improper charge on two tank-car loads of 
lubricating oil, shipped from Point Breeze, Philadelphia, to Provi- 
dence, R. I., for movement from the freight yards of the New 
Haven to the private siding of the complainant, also in that city. 
The assessment of extra charges was based on the fact that the 
New Haven considers the plant of the complainant in Providence 
as being at the station known as Auburn. The agent of the New 
Haven said the shipment probably would have been handled the 
same way as it was even if the billing had been to Auburn, the 
physical service depending, not on the billing, but the character 


of hee train in which the cars may be brought to Providence or 
Auburn. 


CORRECTION IN DECISION 


In the digest of No. 12157, Kansas Rock Salt Co. vs. A. T. & 
S. F. et al., and No. 12168, Same vs. Director-General, and No. 
12164, Same vs. Same, opinion No. 7791, 69 I. C. C. 745-52 (Traf- 
fic World, August 12, p. 337), it was said that Morris & Co. used 
about 25,000 tons at Chicago and “15,000 or 18,000 tons at East 


St. Louis.” The intention was to say that the additional tons 
were used at other plants. 


COMMISSION ORDERS 


The Updike Grain Company, Farmers Elevator Company 
Zell, S. D.; Gurney Feed and Nursery Company, Farmers’ Co- 
operative Elevator Company, Wakondi, S. D.; Whiting Farmers’ 
Co-operative Elevator Company, Wessington Equity Exchange 
Geo. Wright, Hutchings Grain Company, Vayland Equity Ex. 
change, Farmers’ Elevator Company, Salix, Ia.; J. E. Ryan 
Farmers’ Union Grain Supply Company, Rudolph Equity Ex. 
change, T. J. Dunne, Owanka Farmers’ Co-operative Company 
Ordway Equity Exchange, Farmers’ Union Elevator Company, 
Mt. Clare, Neb.; Independent Grain Company, Mansfield, S. D. : 
Farmers’ Elevator & Co-operative Company, LeMars, Ia.; Kranz- 
burg Grain & Fuel Company, Huron Equity Exchange, F. H. 
Hoistman, Farmers’ Co-operative Association, Huron, S. D.: 
C. C. Polly, Highmore Co-operative Company, Gorman Equity 
Exchange, Farmers’ Elevator & Supply Company, Goodwin, 
8. D.; Interstate Grain Company, Greenwood Park, Neb.; E. 
Lundgren, Farmers’ Elevator Company, Fulton, S. D.; Farmers’ 
Elevator Company, Farmer, S. D.; Peter Volz, Farmers’ Elevator 
Company, Frankfort, S. D.; H. E. Frost, C. H. Betts, Dempster 
Co-operative Grain Company, Davis & Davis, Elrod & Henry, 
J. J. Harrington, R. F. Lyons, Patten & Welch, Farmers’ Ele- 
vator Company, Crandon, S. D.; Warnick Grain Company, Chas. 
Adams, Mark Wartz, Beresford Grain Company, J. F. Scroggs, 
Farmers’ Co-operative Company, Brookings, S. D.; Blunt Ship- 
ping Association, Farmers’ Co-operative Company, Bruce, S. D.; 
Farmers’ Elevator Company, Blencoe, Ia.; Draves Grain Com- 
pany, Grange, Elevator & Supply Company, Farmers’ Elevator 
Company, Aurora, S. D.; Farmers’ Elevator Company, Seneca, 

- D.; Farmers’ Co-operative Elevator Company, St. Lawrence, 
8. D.; Co-operative Grain Company, Hetland, S. D.; Burgeson 
Grain Company, Farmers’ Elevator Company, Iroquois, S: D.; 
Farmers’ Co-operative Company, Brunsville, Ia.; Farmers’»le- 
vator Company, Rockham, S. D.; Farmers’ Co-operative Elevator 
Company, Cavour, S. D.; Sully Co-operative Association, Reedy 
Elevator Company, H. C. Hanson, W. I. Thompson, Redfield 
Co-operative Mills, G. B. Bjornson, J. E. Scott & Co., Mondovi 
eonetative Equity Exchange, M. E. Young & Son, McCabe 
baa Lebanon Equity Exchange, Theophilus Bros., Farmers’ 
evator Company, Humbolt, S. D.; Hecla Co-operative Elevator 
mpany, Farmers’ Union Elevator Company, Henry, S. D.: 
ais Tande, John Kingdon, Houghton Farmers’ Elevator Com- 
roo D. H. Curran, Farmers’ Elevator & Supply Company, 
_—” Farmers’ Elevator Company, Ferney Farmers Co-op- 
ative Elevator Company, Farmers’ Grain Company, Allis, 





S. D.; Farmers’ Elevator Company, Doland, S. D.; Grain & 
Storage Company, Douglas, Wyo.; Farmers’ Elevator Company, 
Columbia, S. C.; J. W. Hubbard, Farmers’ Grain & Produce 
Company, Castlewood, S. D.; Chas. G. Buchele, Clark County 
Farmers’ Elevator Company, Columbia Equity Exchange, Frank 
Mangan, Astoria Farmers’ Elevator Company, Thomas Bros., 
Farmers’ Co-operative Elevator Company, Athol, S. D.; Geo. P. 
Sexauer & Son, Redfield Farmers’ Elevator Company, Farmers’ 
Co-operative Association, Sheldon, Ia.; H. H. Paersson, Ribstein 
Grain Company, McCook County Elevator Company, Sun Prairie 
Farmers’ Elevator Company, Farmers’ Union Elevator Company, 
Verdun, S. D.; J. N. Hymes, Potter, Garrick & Potter, and 
Equity Union Co-operative Exchange, Broadland, S. D.; and Elm 
Springs Wasta Elevator Company, have been permitted to in- 
tervene in No. 13910 (Sub-No. 1), McCaull-Dinsmore Company 
vs. C. St. P. M. & O. Ry. Co. et al. 

The Mead Pulp and Paper Company has been permitted to 
intervene in No. 13950, Michigan Paper Mills Traffic Association 
vs. N. Y. C. et al. 

The Commission has permitted the New Orleans Joint 
Traffic Bureau to intervene in No. 13897, the St. Louis Chamber 
of Commerce vs. Alabama & Vicksburg Railway Co. et al. 

The Blaylock Publishing Company has been permitted to in- 
tervene in No. 13802, Texas Farm and Ranch Publishing Com- 
pany vs. Ahnapee & Western Ry. et al. 

The St. Louis Chamber of Commerce has been authorized 
to intervene in No. 13857, Chamber of Commerce of Selma, Ala., 
vs. A. G. S. R. R. Co. et al. 

The Farmers Elevator Company, Wessington Springs, S. D., 
and many other elevator companies have been authorized to 
intervene in No. 13910, Denton Independent Elevator Company 
vs. C. M. & St. P. Ry. et al. 

The Frankfort Mill & Elevator Company and various other 
grain exchanges, companies, etc., have been permitted to inter- 
vene in No. 13910, Sub. No. 1, McCaull, Dinsmore Company vs. 
Cc. St. P. M. & O. Ry. et al. 

The Commission has permitted the Victoria Elevator Com- 
pany, Minneapolis, Minn., and numerous other elevator com- 
panies to intervene in No. 13932, International Elevator Com- 
pany vs. Great Northern Ry. Co. et al. 

The Northwestern Elevator Company and many other grain 
companies have been permitted to intervene in No. 13932, Inter- 
national Elevator Company: vs. The Great Northern Railway 
Company et al. 

Walth & Lammle, Gascoyne Equity Exchange and various 
other milling companies have been permitted to intervene in 
No. 13910, Denton Independent Elevator Company vs. C. M. & St. 
P. et al. 

The Commission has granted The Oshkosh Association of 
Commerce authority to intervene in No. 13864, Traffic Bureau, 
Chamber of Commerce, La Crosse, Wis. vs. C. M. & St. P. Ry. 
et al. 


RATES ON COAL 


Chief Examiner R. E. Quirk has recommended the dismissal 
of 12698, Southern Ohio Coal Exchange vs. C. & O., and a hold- 
ing that the differential adjustment in respect of rates on coal 
from southern Ohio, on the one hand, and the Crescent mines, 
on the other, to central territory, is not unduly prejudicial as 
to Ohio or unduly preferential as to the Crescent. He said rates 
from both regions to points in Michigan and Elkhart, Ind., were 
unduly preferential of Detroit; that from the Ohio and Crescent 
regions to Stroh, Ind., they were unduly preferential of Michigan 
points; and that rates to Battle Creek were unduly prejudicial 
against Battle Creek and unduly preferential of Detroit. He said, 
the thirteenth section application of the carriers (No. 12851), 
should be discontinued, because the question therein had become 
moot, because the Ohio commission had allowed changes in the 
state rates. 


REPARATION ORDERED 


Reparation amounting to about $144,000 has been ordered 
in a supplemental order in No. 11510, Tanners’ Council of the 
United States of America et al. vs. James G. Davis, Director- 
General of Railroads, as agent. The order is directed to Mr. 
Davis only. It requires him to pay on or before September 20, 
1922, the following sums to the parties mentioned: Winslow 
Bros. & Smith Company, $101,673.40 with interest from January 
1, 1919; Adolph Hirsch & Co., Inc., $18,751.42 with interest from 
November 15, 1918; the L. B. Southwick Company, $6,805.65 with 
interest from December 1, 1918; A. C. Lawrence Leather Com- 
pany, $1,989.43 with interest from March 1, 1919; the Tupman 
Thurlow Company, $11,740.06 with interest from December 15, 
1918; and Drueding Brothers Company, $8,014.29 with interest 
from November 1, 1918. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for June, 
1922, shows 12,325—a percentage of 06.37—held overtime, as 
against 10,556—a percentage of 06.50—for June, 1921. 
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ORIENT GETS RELIEF 


The Trafic World Washington Bureau 


The Commission has ordered increased divisions for the 
Kansas City, Mexico & Orient and its subsidiary, the Kansas 
City, Mexico & Orient of Texas, effective September 15. In a 
report on No. 13668, Kansas City, Mexico & Orient divisions 
(mimeographed, without opinion or page numbers), it found the 
division of joint rates on traffic interchanged between the Orient 
lines and their connections to be unjust, unreasonable and in- 
equitable. In its order it prescribed what it considered would 
be just, reasonable and equitable divisions to be paid after the 
date mentioned. The report and order were put out without 
opinion or page numbers so as to enable the Commission to 
comply with that part of the law which requires it to give the 
carriers affected thirty days in which to comply with an order, 
the report and order having been promulgated August 14. In 
the event any of the connections of the Orient desire to ques- 
tion the legality of the order in the courts, they will not be 
able to make a point that inadequate notice was given. 

In its first finding the Commission said the divisions of 
interstate rates on traffic interchanged between the Orient and 
its immediate connections were unjust, unreasonable and in- 
equitable, and that for the future, in respect of traffic originating 
or terminating on the Orient divisions meeting the standard 
prescribed by the law would not exceed designated percentages 
of “such divisions.” It said the percentages of the immediate 
connections of the Orient for the future should not exceed: 
For the Abilene & Southern, 85 per cent; Atchison, Topeka 
& Santa Fe, Galveston, Harrisburg & San Antonio and Wichita 
Falls & Northwestern, 75 per cent; Chicago, Rock Island & 
Pacific, Midland Valley, M. K. & T., Missouri Pacific, St. Louis- 
San Francisco, and Texas & Pacific, 80 per cent; Clinton & 
Oklahoma Western, 90 per cent; and Fort Worth & Denver 
City and Gulf, Colorado & Santa Fe, 70 per cent. : 

In its second finding the Commission said that considering 
separately the several divisions of interstate rates on freight in- 
terchanged between the Orient and its connections (not immedi- 
ate connections as in the first finding) and having origin or des- 
tination on the Orient, there shall be deducted from the revenue 
or proportion accruing under divisions to the connections, 
whether determined upon arbitraries, percentage or in any other 
manner, the percentages hereinafter indicated, of the totals of 
such revenue or proportions creditable to freight revenue, ac- 
count No. 101, of such connections, respectively, and the amounts 
so deducted from the revenues or proportions of its connections 
shall be added to the revenue or proportions of the Orient, to 
wit: Abilene & Southern, 15 per cent; A. T. & S. F., Galveston, 
Harrisburg & San Antonio and the Wichita Falls & Northwestern, 
25 per cent; Rock Island, Midland Valley, M. K. & T. of Texas, 
Missouri Pacific, St. Louis-San Francisco and Texas & Pacific, 
20 per cent; Clinton & Oklahoma Western, 10 per cent; Fort 
Worth & Denver City and the Gulf, Colorado & Santa Fe, 30 per 
cent. 

In addition to these findings the Commission announced that 
steps had been taken, through the proper channels, to have gov- 
ernment freight routed via the distressed line, so that of the 
money paid out by the government, as a shipper, the Orient shall 
receive as much as the government could give to it. 

The Commission recommended complete exemption of the 
Orient from all state taxation. It set forth in its report that ata 
conference of the representatives in which the Orient operated, 
held since the case was submitted, the official delegate from 
Texas said that a large number of counties in that state had 
expressed their willingness to assess the Orient, for taxation pur- 
poses, at the nominal value of $100 per mile. 

“We believe that the other states should follow the lead of 
Texas in this respect; in fact, complete exemption from all taxes 
until the Orient can earn something is demanded in the public 
interest,” said the Commission. “We earnestly recommend this 
course to the respective state authorities.” 

With regard to details of division adjustment, other than in- 
a in the board findings before mentioned, the Commission 
said: 


_ Divisions of joint rates applicable to traffic as to which the 
Orient is an intermediate carrier will be adjusted by the immediate 
connections on relative basis of proportions prescribed above. 

When the amounts of revenues accruing to the Orient and to its 
several connections out of the respective rates are thus determined, 
these revenues will in total be respectively represented so far as prac- 
ticable by two-figure percentages; that is, expressed in respect of 
the proportion accruing to any line in full hundredth parts of the 
total to be divided and applied for the future so far as practicable 
to the total revenue accruing from freight rates between stations or 
groups of stations on the Orient and its immediate connections. 

In cases where because of inconsistencies in present divisions, 
because the increased divisions accruing to the Orient may exceed 
local rates, or for other reasons, the divisions resulting from the above 
rules may in special instances be found to be inequitable, inconsistent, 
or otherwise unreasonable, the parties will be expected to make such 
adjustments as will effect substantially the general results prescribed 
and to report their action to us. Carriers for which rates of reduc- 
tion of divisions are prescribed lower than are prescribed for their 
competitors on competitive business to or from the Orient may volun- 
tarily meet the greater reduction in divisions prescribed for their 
competitors. If it shall be found that in special instances the divi- 
sions herein prescribed operate unjustly, inequitably, or otherwise 
unreasonably to the injury of any carrier participating in a joint rate 
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with the Orient, such situations may be called to our attention by 
appropriate proceedings and we will afford such relief as we may fing 
warranted. 

The Orient and each of its connections respectively shall jointly 
report to us on or before September 15, 1922, the divisions established 
according to the foregoing rules, and shall thereafter jointly report 
the results of the application of these divisions to business actually 
interchanged in the year 1922, to December 31, and from January } 
to June 30, 1923, inclusive, with a showing of tons and of ton-miles 
and revenue for each carrier between stations or groups of stations 
as the case may be. The reports for the period ending December 31, 
1922, shall be rendered on or before April 1, 1923; and the reports 
for the six months ending June 30, 1923, shall be rendered on or before 
October 1, 1923, and jurisdiction is retained to adjust on basis of such 
reports the divisions herein prescribed or stated if such adjustment 
shall to us seem proper. 


CARRIER HELP FOR SHIPPER 


The Trafic World Washington Bureay 


The Burlington, through its attorneys, Kenneth F. Burgess 
and Walter McFarland, the latter recently assistant solicitor for 
the Commission, has filed an unusual application. It has asked 
the Commission to modify its order in No. 11829, Nebraska 
Rates, Fares and Charges (60 I. C. C. 305), so that it may make 
reparation to H. V. Hayward to the basis of a rate of $27 per 
car on garbage, from Omaha to Sand Spur, Neb. Hayward 
joined with the Burlington in the effort to obtain money for him, 

Application for modification of the Commission’s order, 
authorizing the Burlington to return money to Hayward, was 
necessary on account of the Commission’s order of January 27, 
1921, requiring the Burlington to increase intrastate rates to 
the level of interstate rates, and a court injunction. 

Among the rates the Burlington felt constrained under the 
terms of that order to bring up, was the class E rate of 7.5 
cents applicable on garbage from Omaha to Sand Spur. There 
was no comparable interstate rate. Therefore the Burlington 
canceled the state rate and applied a class E rate of 8 cents, 
under the terms of the Commission’s decision in Ex Parte 74. 

Long before January 27, when Nebraska rates were con- 
demned, however, it had agreed to establish a rate of $27 a 
car and that rate went into effect September 26, 1920, under 
the authority of the Nebraska commission, the Burlington hav- 
ing come to the conclusion that that would be a reasonable 
charge. It considered that a reasonable charge in view of the 
fact that Hayward, who had the garbage disposal contract for 
Omaha, had been forced to send his garbage to Sand Spur in- 
stead of, as theretofore, feeding it to hogs in Omaha. 


By reason of the federal court’s injunction against the Ne- 
braska commission and the federal Commission’s order, the 
Nebraska commission, the Burlington and Hayward came to 
the conclusion the Commission was the only body that could 
afford relief. The Nebraska commission held a hearing on the 
subject March 13, 1922. It reported June 27, 1922, that the 
rate of 8 cents was unreasonable to the extent it exceeded $27 
per car, but dismissed the complaint on the ground that it had 
no jurisdiction to award reparation on shipments moving be 
tween March 10, 1921, and June 26, 1921. 


The Burlington said that unless the Commission modified 
its order of January 27, 1921, it could not refund to Hayward. 
The federal court said that if the Commission refused to enter- 
tain the claim, for lack of jurisdiction because the rate applied 
on intrastate shipments after the end of federal control, it 
would permit the claimant to file suit for the money in that 
court, so Hayward, it is believed, is reasonably certain of ob- 
taining the money the Burlington desires to pay to him. 


REORGANIZATION OF M. K. & T. 
The Trafic World Washington Bureau 


The Missouri-Kansas-Texas Railroad Company has applied 
to the Commission for authorization of the issuance of its securt 
ties in accordance with the plan of reorganization of the Mis 
souri, Kansas & Texas system which was announced last No- 
vember. en 

The new company proposes to issue the following securities 
for the purpose of acquiring the properties of the old system: 
$52,942,752 of prior lien mortgage 5 per cent gold bonds; $27, 
236,000 prior lien mortgage 4 per cent gold bonds; $29,121,341 
prior lien mortgage 6 per cent gold bonds; $57,500,000 convert: 
ible adjustment mortgage 5 per cent gold bonds; $30,000,000 of 7 
per cent preferred stock, and 1,000,000 shares of common stock 
without par value. The company also asks authority to issue 
from time to time, upon surrender of the convertible adjustment 
mortgage bonds, of such additional amount of preferred stock up 
to $57,500,000 as may be necessary to effect such conversion. 

A copy of the plan of reorganization as announced by J. & 
W. Seligman & Co. of New York, and Hallgarten & Co. of New 
York, reorganization managers, was filed with the applicatio?. 
The exchange of securities is to be handled by a syndicate 
cluding those two companies, Speyer & Co. and the Equitable 
Trust Company. ’ 

The properties involved have been under receivership since 
1915, and the reorganization plan, if carried into effect, will 
terminate the receivership. _ 
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August 19, 1922 


COAL PRICE AND DISTRIBUTION 


The Trafic World Washington Bureau 

The country, it was tacitly admitted August 10, had practi- 
cally gone on the basis of coal for essentials only. Reports for 
the first four days of the week ended August 12 showed produc- 
tion, in the territory east of the Mississippi, at the rate of 3,800,- 
000 tons a week. 

At that time the Geological Survey had completed an esti- 
mate that public utilities in that part of the country required 
765,000 tons weekly and the railroads of that section 2,000,000 
tons. That would leave a shade more than 1,000,000 tons a week 
for distribution among the food and feed manufacturers, the han- 
dlers of perishables, live stock, ice plants distributing ice to the 
public generally, coke and fuel oil plants. The production was 
about 38 per cent of what has been regarded as normal, although 
a production of 10,000,00 tons a week in 1921 would have been 
regarded as above normal. 

The Presidential Fuel Distribution Committee, in the week 
mentioned, was confronted by the fact that users of coal, in vari- 
ous parts of the country were inclined to deny its authority to 
take from them coal they had bought under contract and divert 
itto other users. There was no denial of the power of the Inter- 
state Commerce Commission to prescribe priority and preference 
for the supplying and moving of cars loaded with coal where 
there might be a conflict with coal contracted for by users, one 
of whom might be a food factory and another an automobile 
factory, in the event the railroad to which cars might be ten- 
dered was unable to move the coal for the two kinds of users 
without delay. 

There was, however, an inclination to deny the right of the 
Commission to say that, where there was no transportation dis- 
ability, a mine operator should decline to load coal on a contract 
to an automobile factory unless and until he had supplied coal to 
a food factory with which he had no contractural relations and 
with which he could have none except on the say-so of a com- 
mittee appointed by a governor. There was also inclination to 
raise a question as to whether either the Commission or the 
committee had or could acquire the power to decide that a food 
manufacturer who had made no contract with an operator was 
to be supplied with coal ahead of a manufacturer of a food in- 
gredient (such, for instance, as baking powder) who had made a 
contract with an operator. 

The last mentioned question was raised in connection with 
the allegation that mine operators in western Kentucky, before 
they had received any orders from the committee to supply pre- 
ferred users, disregarded their contracts with food ingredient 
manufacturers and sent their coal to the open or spot market to 


be bought by any one willing to pay the price, $10 or $13 a ton 
at the mine. 


A conflict arose also between preferred users. Attorney- 
General Daugherty, the Presidential Fuel Distribution Commit- 
tee has announced, has rendered an opinion that coal ordered on 
priority orders from the Commission under class 1 has prefer- 
ence over coal produced on contract made before the issuance of 
Service Order No. 23, between a mine operator and a public 
utility, which is also a preferred user. 


All these questions go to the duty of the mine operator—that 
is, as to the order in which he shall load coal in cars set by the 
railroads, presumably in accordance with the Commission’s serv- 
ice orders. They did not arise, generally speaking, out of any 
inability of a railroad to furnish transportation. They arose out 
of the inability, generally speaking, of operators to fill orders. 

While the committee made no announcement on the subject, 
it did, in a review of conditions August 10, say: 


While it is desired to preserve the integrity of contracts as far as 
possible, the feeling is that general contracts must, in a measure, take 
secondary position to the meeting of particularly urgent coal necessi- 
ties created under an exigency which has arisen since such contracts 
were entered into. Present plans of the Fuel Distribution Committee 
are that orders for Class No. 1 coal shall be so distributed as not to 
disturb seriously the proper distribution of cars. All orders for coal 
considered to be within that classification will go to the district com- 


oan which will apportion the orders among the mines in their 
stricts, 


Back of all the discussion as to the worth of contracts lay 
the fact that not enough coal was being produced to keep the 
country going, without a serious limp, after the exhaustion of the 
reserves of coal, even for a day. Back of that fact was the 
knowledge that even if the coal supply was increased materially 
each day, the condition of railroad equipment was becoming 
worse. The mechanical difficulties of the Chesapeake & Ohio and 
Norfolk & Western were reported, August 10, to have about dis- 
appeared, through the dispatch to them of mechanics from north- 
en railroads to repair cars and engines. The Virginian was also 
receiving special attention, it was said, so that it was expected 
to be in better condition in a very few days. 

The coal loading Monday, August 7, was reported as having 
been 16,021 cars, a record exceeded on only seven other days 
since the beginning of the strike. That, however, was for the 
country as a whole, and not in the part that supplies the section 
fast of the Mississippi. Such a loading would mean the trans- 
Portation of about 4,806,000 tons away from the mines and a 
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production, some of it to be used at the mines and some coked, of 
well over 5,000,000 tons a week, or a little more than half the so- 
called normal. In the southern Appalachian region, the loadings 
August 7 amounted to 7,554 cars. The record production in that 
field, the month of June this year, was an average of 7,373 cars. 

Notwithstanding the isolated facts showing an improvement 
of conditions, the fact was not forgotten that the stocks were 
about gone and that the rate of production then prevailing would 
not keep the country going, except haltingly, and with great 
financial distress, due to widespread unemployment that will 
come just as soon as factories begin closing. 

Assuming there will be a large increase in the production of 
bituminous coal in the near future, C. E. Tuttle, in charge, under 
Fuel Distributor Spencer, of the business of getting coal to the 
upper lake region, has laid down a program to be followed by 
the railroads and the coal mine operators. Before the program 
was laid out it was determined the upper lake region required, 
as a minimum, 12,000,000 tons of soft coal before the end of navi- 
gation on the great lakes. 

With that fundamental conclusion in mind, Mr. Tuttle and 
those associated with him, decided it would be necessary for 
them to send 250,000 tons of coal up the lakes during the current 
week, 400,000 next week and 1,000,000 tons each week thereafter. 

Mines in western rennsylvania are depended upon to furnish 
the bulk of that coal. However, there is question, even if the 
union mines in that state are opened as soon as expected, 
whether they will ship as much as it is regarded their duty to 
ship. Authorities of Pennsylvania, taking their cue from an ex- 
pression used in one of Fuel Distributor Spencer’s announcements 
which was construed as being a notice that a state having coal 
within its borders should not ask for coal from the non-union 
mines in West Virginia, have been inclined, so Mr. Tuttle and 
his associates have been told, to suggest they need all the coal 
the state produces to keep Pennsylvania industries and Pennsyl- 
vania citizens supplied with fuel. The position indicated by the 
Pennsylvanians was that the eastern part of that state, which 
supplies the rest of the country with anthracite, uses some soft 
coal and that, if anthracite coal is to be taken from eastern 
Pennsylvania, some provision should be made for supplying that 
part of the state with soft coal. In answer to that suggestion 
it was surmised that if conditions became anywhere near normal 
eastern Pennsylvania might be supplied with soft coal through 
the tidewater ports. Philadelphia, in normal times, receives a 
considerable quantity of coal through the Virginia tidewater 
ports and distributes it in Pennsylvania and New Jersey. Balti- 
more also distributes tidewater coal, so the suggestion, if car- 
ried out, would not be a reversal of commercial practice. 


Coal Control Legislation 


Secretary Hoover said August 15 that prompt and stringent 
legislation was needed to control the distribution and price of 
coal and indicated that doubtless such legislation would be re- 
quested within a week or two. After sounding the depths of the 
present strike situation, he said the Commission could only order 
priority in the movement of cars and not direct either distribu- 
tion or price control. He pointed out that a walkout of the 
brotherhood men of the Louisville % Nashville at Corbin, Ky., at 
10 o’clock August 15 compelled sugpension of mining operations 
in the Hazard district, where the..output has been 50,000 tons 
daily and has been going to Chicago, Cincinnati and St. Louis. 

Legislation for the control of prices and distribution will 
probably be sought from Congress in a short time. Pending the 
request a close study is being made of the depth of the strike sit- 
uation and developments taking place. Following this it is 
assumed the administration will be in a position to outline the 
specific nature of the legislation which so far has not been re- 
vealed. It was declared that such legislation was particularly 
necessary as to lake cargo and anthracite coal, regardless of 
how soon mining operations on an extensive scale might be 
resumed. It is taken for granted that the price and control of 
distribution will be recommended for all coal and net any special 
classes or for any particular purposes. 


It was pointed out that the Commission while having power 
to allocate cars and establish priorities has nothing to do with 
actual distribution and prices as such, having to do only with 
transportation whatever its indirect effect may be on distribu- 
tion and prices. 

These two questions have been giving the administration 
growing concern and apparently it is felt that under the present 
arrangement the control is operated under a voluntary system 
which is too loose to afford the government the power to bring 
offenders to quick account. In the matter of prices, it was 
stated by Secretary Hoover that the $3.50 maximum figure 
agreed upon with nonunion operators was being closely adhered 
to in some fields, such as the smokeless coal operations in West 
Virginia, and in Virginia, but it was indicated that there are 
some fields which are ignoring the agreement with the result 
that the price situation under present powers of the govern- 
ment was getting beyond its control and could only be regulated 
by drastic legislation which would be of an unusually severe 
character such as generally obtained only during times of war. 
The attitude of the government summed up seemingly is that 
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the nation faces a social crisis both in the railroad and coal 
situation, affecting not only the industries throughout the coun- 
try but the entire population. 

Underlying the whole situation is a question as to what 
legislation Congress could enact that would not transgress the 
limitations of the constitution intended to safeguard private 
business and the rights of the state to regulate local affairs. In 
time of war, the courts have been inclined to say the limitations 
of the federal constitution should be liberally construed. The 
Lever law giving the national government control over the prices 
and distribution of food, feed and fuel during the war was ac- 
cepted generally not because its constitutionality was admitted 
but because it was regarded as essential, during the war, that 
state lines should be ignored, and private property be required 
to take its place in the ranks even as the men of the nation 
were called into the armies of the United States without regard 
to the limitations of the constitution under which the power to 
levy armies within the borders of the states were supposed to 
be reserved to the states themselves. 

If legislation of the kind proposed is given by Congress the 
authority would probably be exercised through the Presidential 
Fuel Distribution Committee of which H. B. Spencer is the 
administrative head. 


Bunker Coal Inquiry Off 


The Commission his discontinued its bunker coal investiga- 
tion (docket 13421), holding it now unlawful to maintain rates on 
coal designed for delivery at ports into vessels, whether for cargo 
or bunker, lower than on coal for other purposes not in violation 
of the fourth section. 

The Commission, by means of amendment No. 2 to Service 
Order No. 23, has appointed additional agents for the prompt 
and effectual administration of its service orders, especially para- 
graph 7 of Service Order No. 23. The order follows: 


It is ordered, That the last paragraph of paragraph 7 of Service 
Order No. 23, as amended, be, and the same is hereby further amendea 
by inserting after the name “J. B. Ford’’ and prior to the word ‘‘and’’ 
the following additional names: John T. Marchand, J. A. Emmart, 
W. L. Lioyd, A. R. Layman, Delbert Garman, F. F. Engles, L. P. 


qreen, T. L. Stevens, C. J. Bailey, C. D. Thomas, W. S. Rice and 
W. D. Anderson. 


And it is further ordered, That copies of this order be served upon 
upon the carriers upon whom Service Order No. 23 was served, and 
that notice hereof be given to the general public by depositing a 


copy of this order in the office of the secretary of the Commission at 
Washington, D. C 


Fair Prices for Coal 


The matter of what the authorities in Washington consider 
fair prices for coal is receiving attention from nearly all state 
authorities. The Hoover organization, of which Fuel Distribu- 
tor Spencer is the administrative head, is insisting that the state 
authorities do something to prevent the exaction of prices fixed 
on the necessities of the consumers. The Pennsylvania Public 
Service Commission and the coal mine operators of that state 
held a meeting on the subject at Harrisburg August 15. 

A total of 13,258 cars of coal were loaded throughout the 
country Friday, August 11. That represents an increase of 753 
car loadings over the same day of the previous week. Loadings 
of 69,000 cars were reported for the first five days of last week, 
an increase of 5,660 cars over. the corresponding number of days 
of the previous week. Loadings of coal on the Chesapeake & 
Ohio railway system Friday amounted to 1,319 cars; on the Nor- 
folk & Western railroad 2,115 cars; and on the Louisville and 
Nashville system 1,609 cars. Coal loadings on these three lines 
represent an increase of more than 400 cars over the figures for 
Friday of the previous week. 

Governor Hardwick of Georgia has designated the Georgia 
State Railroad Commission to act as the state fuel committee. A 
fuel distribution committee for the city of St. Louis has been 
appointed by Governor Hyde of that state to function under the 
general direction of the State Fuel Committee. This committee 
will cooperate with the St. Louis Chamber of Commerce. 

The necessity for giving preferred classification to smithing 
coal has been presented to the Fuel Distribution Committee. 
Various organizations representing the steam laundry trade have 
set forth the fuel requirements of that industry. They have been 
informed that each laundry should take up with its state fuel 
committee the matter of fuel needs. 

Inquiries from Kansas and other trans-Mississippi states 
relative to the obtaining of coal supplies from producers in the 
Rocky Mountain region are being referred by the central fuel 
committee to the coal distribution agencies in the states now 
producing coal in that territory. 

Senator Swanson and Representatives Harrison and Bland of 
Virginia, accompanied by Major Alexander Forward, state fuel 
administfator, and a delegation of prominent citizens of the 
state, called on Fuel Distributor Spencer August 14 to ask that 
a specifi¢ allotment of coal be turned over to the Virginia com- 
mittee for distribution among essential industries in accordance 
with the plans of the federal organization. 

The suggestion was made by the central committee, that an 
organization for the distribution of fuel supplies be formed in 
Virginia similar to that organized in other states, to cooperate 
with the state fuel administrator. 
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A South Carolina delegation August 14 conferred with the 
fuel distributor relative to the situation in that state. The dele 
gation declared that the matter of fuel distribution was pro- 
gressing satisfactorily in South Carolina and that available fuel 
supplies were being distributed to those industries where the 
need was the most keen. 

Early abandonment of the attempt by voluntary action on 
the part of mine operators to control prices, it was indicated 
by Secretary Hoover August 17, might be expected. The entry 
of fifty or sixty small districts, made possible by the Cleveland 
agreement, he indicated, made the plan infeasible. While there 
were only a few districts involved, he said, the plan was com- 
paratively easy to work. Seventy per cent of the operators 
thus far have observed the agreement. The other thirty per 
cent have “bootlegged” coal, notwithstanding priority orders, 
and disregarded the fair price scale. Those who have observed 
it have lost from five to eight dollars a ton, he said. 

It is a moral certainty that when the President asks for 
the creation of a coal commission he will also ask for legislation 
under which, while the emergency lasts, some attempt may be 
made at price control, such legislation to be recommended to 
the states as a model. 

Control of transportation of coal, Mr. Hoover thought, would 
have to continue for at least three months after the end of the 
strike. 

Railroad Fuel Distribution 


Railroads must obtain their fuel through the organization 
set up by the Presidential Fuel Distribution Committee. The as- 
signed car rule, or any variation thereof, division 5 of the Com- 
mission voted, August 15, is inconsistent with the plan of priori- 
ties established by the Commission in its Service Order No. 23. 

Pronouncements to the effect of the initial paragraph were 
made by the Commission and Fuel Distributor Spencer. The 
latter added the railroads were burning more coal than was being 
supplied them and that therefore the stocks were dwindling 
rapidly. 

The Commission made its pronouncement in the form of a 
notice addressed to all carriers, in which their attention was 
directed to a vote taken by division 5 the day the notice was 
issued. The vote to which attention was directed was as fol- 
lows: 


Attention is directed to the following action of Division 5 of the 
Commission, taken today: 

Voted, That the Commission considers that the application of the 
so-called “railroad assigned car rule’’ as carried in paragraph 8 of 
Supplement 1 to Car Service Circular No. 31 of the American Railway 
Association is inconsistent with the plan of priorities prescribed in 
Service Order No. 23, as amended, of the Commission, as necessary to 
meet a national emergency, and that rule should not be invoked by 
railroad carriers subject to the provisions of that service order as 
against the priorities therein required, during the continuance of the 
order and emergency declared by the Commission. Carriers must 
meet their needs for fuel in some way which is consistent with the 
service order and not in conflict therewith. 

The whole subject of the propriety of the rule mentioned is before 
the Commission in a formal proceeding, and this announcement is not 
to be taken as prejudging or prejudicing the decision to be made in 
that case, in which the record has not yet been completed. 


The notice was circulated by the American Railway Associa- 
tion for the information of its members, without comment or 
explanation, notwithstanding that it was realized by the organiza- 
tion in Washington that explanation later might have to be made. 
The Commission, in voting that supplement 1 to:C. C. S. 31 was 
inconsistent with the priorities established by it, was referring to 
something issued, not by the American Railway Association, but 
by two or three railroads with branches reaching the non-union 
fields intended to give themselves the benefit of the assigned car 
rule, notwithstanding that the Commission, in Service Order 
No. 23, set aside all car service rules in conflict with the order. 
After that was done, at least two railroads restored the rule 
by issuing what they called American Railway Association C. C. 5S. 
31, supplement No. 1, which, as construed by them, entitled them 
to obtain railroad fuel ahead of all other users, although, under 
the Commission’s priority scheme, railroad fuel has no precedence 
over fuel for other uses designated in class No. 2. The supple- 
ment mentioned by the Commission in its notice refers to the 
cancellation of a service order relating to the unloading of grain 
at Galveston in 1920. 

The subject of efforts of railroads to keep themselves sup- 
plied with coal caused the Commission, earlier in the day than 
it put out its notice about assigned car rules, to send a notice 
to carriers about the confiscation of coal moving under priorities 
equal or superior to that which has been given to coal for railroad 
fuel. It said: 


The Commission’s attention has been called to the fact that rail- 
roads frequently confiscate coal which is being moved under priority 
of equal or higher class than coal] for railroad fuel as ordered by the 
Commission. This practice is not consistent with the spirit of the 
service orders of the Commission and tends to defeat the efforts now 
being made to insure the most efficient distribution of coal. All rail- 
roads should refrain from confiscating coal consigned under Class 1 
-_— Class 2, paragraph 7, our Service Order 23, and amendment No. 
1 thereto. 


After the Commission had notified carriers they would have 
to depend on the priority plan to procure their coal, H. B. Spel 
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yr, fuel distributor, advised them to quit bidding against each 
other for coal. In his telegram he said: 


General information is coming to this office that the railroads are 
jisturbing the coal situation very seriously by bidding in the fields 
prices in excess of the Hoover fair price agreement. In order that this 
coal may be handled in_an orderly manner and in such a way as to 
protect the railroads and others likewise vitally interested it is neces- 
sary that instructions be issued by you that no prices be offered in 
excess Of the Hoover fair prices. Report to your purchasing com- 
mittee in Washington any failure to get coal at these prices and we 
yill arrange to put the railroads who are in a situation as to stocks 
requiring emergency action in priority number one. 


Settlement of the soft coal strike in part of the field brought 
new difficulties to the Presidential Coal Distribution Committee. 
The first question put before it was whether the voluntary con- 
iol of prices, entered into for continuance during the strike, 
would come to an end by reason of the partial settlement. 

A second question was whether the railroads serving the 
reopened mines in Ohio, Pennsylvania and West Virginia were 
in condition to haul the coal that might be expected to be offered 
by the re-opened mines, and whether, inasmuch as the operators 
of those mines never were parties to the price control agree- 
ment, they would or could be expected to odbserve the so-called 
Hoover fair price scale. 

Another question was as to whether the facilities at Toledo 
and Sandusky, O., for dumping coal into lake vessels would be 
adequate to carry forward the upper lake distribution program 
agreed upon earlier in the week. That program called for the 
dispatch of 250,000 tons this week, 400,000 in the following week 
and 1,000,000 tons each week thereafter until the close of naviga- 
tion. 

The Presidential Fuel Distribution Committee called a meet- 
ing immediately after the settlement of the strike to consider the 
questions. At the time this was written no conclusions had been 
reached, but the inclination was to insist upon the observance of 
price control, or, if the operators would not agree to that, back 
legislation in Congress to that end in view. That inclination, 
however, had not been definitely embodied in any resolution on 
the subject. 

Coal Strike Settlement Problems 


No conclusion was reached by the Presidential Fuel Dis- 
tribution Committee as to the effect of the partial settlement 
of the soft coal strike on the Hoover fair prices or on any 
ther question brought forward in the conferences that were 
held immediately after the conclusion of the negotiations be- 
tween operators and miners at Cleveland. Members of the 
avisory committee of mine operators met with the distribution 
committee. Only one mine operator from Pennsylvania was in 
the meeting. It was feared the Pennsylvania operators would 
refuse to enter into the fair price arrangement because they 
needed the money the high market was willing to pay. Their 
mines have been closed since April and the high prices con- 
stitute their only hope of getting back some of the money 


ws lost during the four and a half months’ continuance of 
the fight. 


The distribution committee work continued while the con- 
frences on the subject of the after-effect of the strike settle- 
ment were going on. Its administrative staff functioned on 
the theory that the settlement would not make any immediate 
thange. Among the things announced as done or discussed by 
the administrative force were the following: 


Authorizations for railroad fuel to come from Alabama for certain 
wuthwestern systems running out of St. Louis, and other railway lines 
entering in Chicago, were advanced from class 2 priority to class 1. 

@ committee’s policy of handling the country’s more urgent fuel 
tquirements through class 1 priority was influenced to some extent 
y the necessity of allaying the apprehension of coal operators who 
hesitated to divert coal under contract to regular customers for the 
illing of priority No. 2 orders. Under a recent opinion from the De- 
attment of Justice, the placing of coal orders under No. 1 priority by 
the Federal Fuel Committee takes legal precedence over general con- 
ltacts for coal entered into before the arising of the present emergency. 

. Senator Rawson of Iowa brought to the attention of the Fuel Dis- 
ibutor the matter of coal supplies required by farmers for wheat- 
tteshing purposes in that state. The senator was told that require- 
ments of this nature were matters for adjudication by the State Fuel 
Distributor for Iowa. 

Tht question as to whether grain elevators should be classed as 
bublie utilities in the present coal emergency was submitted to the 
tntral fuel committee. The operation of large elevators in Kansas 
ity, Omaha, Wichita and other mid-western cities is a matter of 
me urgency at this time when shipments of western grain are near 
the peak. The needs of these elevators are considered by the com- 
uittee as coming within the jurisdiction of the various state fuel ad- 
Mhistrations, 

f government department fuel committee, comprising members 
_ each federal department, has been organized for the purpose of 
Acllitating the orderly movement of government coal supplies, gen- 
pally given No. 2 classification. This committee will act with the 
net Planning Committee in the allocation of coal purchases to 
id duplication and confusion. In line with this policy, the Navy 
t partment has transferred a certain tonnage to the immigration sta- 
wn at Ellis Island, where supplies had been seriously depleted. 

; The Board of Commissioners of the District of Columbia, in mak- 
~ application for 3,000 tons of coal to be distributed for essential 
+ ae under the board’s direction, requested information as to the 
oo to be pursued in furnishing coal for the heating of apartment 
seg, hotels and office buildings. The central committee considered 
and e heating of je paren oe of this general character was essential 
~ that the matter of provision of proper fuel supplies for their needs 
‘8a general function of the state committees. 

nthe matter of provision of fuel for river steamers, a differentia- 
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tion is to be made between vessels engaged in the transportation of 
food supplies and mail, and those devoted to purely excursion purposes. 
The needs of the first-named class of vessels will be given first con- 
sideration. 

Governor McMaster of South Dakota has informed the committee 
of the designation of J. J. Murphy as State Fuel Administrator, with 
headquarters at Pierre. 

‘The Fuel Distribution Committee is inclined to encourage the 
utilization of stocks of British coal being received in the port of New 
York. Because of the fact that domestic coal being purchased by many 
large consumers in that territory is obtained at somewhat lower rates 
than that asked for English and Welsh coal, the importation of foreign 
coal has lagged. The Fuel Distributor feels that there is a real need 
for all British cargo coal, and that it should help to meet the require- 
ments of many consumers in New York and New England. 

Revised figures from the United States Geological Survey place the 
total coal production of the country for last week at 4,550,000 tons. 
Estimates which leave out of consideration possible new production 
from union mines as a result of developments at the Cleveland con- 
ference are for a total production of 4,200,000 tons this week, of which 
3,800,000 tons should come from territory east of the Mississippi. It is 
estimated that 15,000,000 tons of bituminous lump coal will be needed 
to replace the anthracite deficiency. State fuel administrations in 
Rhode Island and Massachusetts are advising many anthracite con- 
sumers that they will be compelled this season to use bituminous lump 
as a substitute. 

A gradual improvement in the car-upply situation has taken place 
on coal-carrying lines. Adjustment of labor difficulties on the Louis- 
ville & Nashville system, where conditions had been affected by the 
walkout of railway employes at Corbin, Ky., the pivotal point in the 
movement of coal from the Hazard field in southeastern Kentueky, was 
expected to facilitate coal movements on that system. Normal trans- 
portation conditions are said to have been attained on the Norfolk & 
Western Railway, while improved conditions are reported on the Chesa- 
peake & Ohio and the Virginia systems. 

Governor Kendall of Iowa has requested that provision be made 
for the fuel requirements of the canning industry of that state. Can- 
neries in Maine, Indiana, Maryland, Michigan and Delaware have also 
presented their needs. As the canning industry is recognized as most 
essential, these applications are being referred to the various state 
fuel administrations with recommendations for favorable action. 

A request from the state authorities of North Carolina that pro- 
vision be made for coal to be used in the drying of tobacco was rec- 
ommended to the North Carolina State Fuel Administration for favor- 
able action. The plea was made that failure to provide fuel for this 
purpose at this time would result in the ruination of the tobacco crop. 

Consideration is being given to a proposition for the westward 
movement of Pennsylvania and northern West Virginia coal, supplies 
for use in Pennsylvania to be replenished by tide-water coal from the 
Hampton Roads district. It is possible that. some movement of coal 
may be undertaken by water to Montreal, Canada. or Portland, for 
transshipment to Canadian provinces where the fuel situation is crit- 
ical. It is the general policy of the Fuel Distribution Committee to 
give careful consideration to Canadian requirements. In this connec- 
tion, it is recognized that some coal from British Columbia is being 
imported into the United States. 

Authorization for approximately. 150,000 tons of coal for lake move- 
ment from Kentucky and the Virginias has been granted by the cen- 
tral committee. The committee’s program calls for a lakeward move- 
ment of 6,250 cars this week and 8,000 cars or 400,000 tons next week. 
This movement will for the present be accomplished by the dispatch 
to the lakes of all loadings in certain districts on Mondays, Wednes- 
days and Saturdays of each week. The demands of numerous public 
utilities in Indiana, Ohio, Michigan and other midwestern states must 
be considered in connection with this movement of lake coal. 

Such new coal production in Ohio and Pennsylvania as may result 
from developments at the Cleveland conference is expected to help 
alleviate the lake coal situation. The subnormal transportation con- 
ditions of certain railroads on which these newly-producing mines are 
located are, however, a factor in this situation. 


COAL PRODUCTION 
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In its weekly review of coal production, based on figures in 
hand for the week ended August 12, the Geological Survey said: 


The nineteenth week of the strike (Aug. 7-12) opened with a 
decided increase in production. Returns so far received indicate an 
output of soft coal of about 4,800,000 net tons, or 500,000 tons more 
than the week before. The increase is due to gradual improvement of 
traffic conditions on the railroads serving non-union fields and also, 
but only in a very small way, to increased production in fields hitherto 
throttled by the strike. Despite this increase in bituminous coal out- 
put the nineteenth week finds production still about 550,000 tons below 
the level reached before the shopmen’s strike. . 

Production of anthracite in the nineteenth week will be less than 
30,000 tons. The total output of all coal, anthracite and bituminous, 
therefore, in round numbers is 4,880,000 tons; in the corresponding 
week of 1921, 7,771,000 tons of bituminous and 1,772,000 tons of anthra- 
cite were produced, making a total of 9,543,000 tons; and the year 
before that the total of all coal produced was 12,232,000 tons. The 
present rate of output is, therefore, about 5,000,000 below normal. 

The trend of production is shown in the following statement of 
cars loaded daily by the railroads. Loadings on Monday, August 7, 
were 16,021 cars, an increase over the preceding Monday of 7 per cent. 
During the following days, the loadings dropped to 13,217 on Thurs- 
day. They remained greater, however, than on corresponding days 
of the preceding week. 

ist wk 12th wk 15th wk 16th wk 17th wk 18th wk 19th wk 
pioneers 11,445 15,311 





Monday 


13,094 12,666 13,267 15,102 16,021 
Tuesday ..... 11,019 16,622 12,909 10,821 11,571 11,446 13,539 
Wednesday .. 11,437 17,032 12,398 10,982 11,461 12,447 13,404 
Thursday -- 11,090 16,432 11,593 10,805 11,028 12,380 13,217 
Friday ....... 11,296 16,073 11,606 10,623 11,142 12,669 ...... 
Saturday 8,888 13,993 9,694 9,864 11,336 12,405 


Detailed records of shipments from each district indicate that the 
addition to the coal supply from mines that have reopened is small, 
although four weeks have elapsed since the invitation to resume 
production was extended. There have been only very small gains in 
a few of the stronger organized districts, and the increase in ship- 
ments reported for this week has come from those districts in which 
production was curtailed by traffic congestion during July. 

The mine reports for the week ended July 29 indicate that traffic 
conditions improved in some fields, but grew worse in others. As a 
result of this improvement, working time increased in the Pocahon- 
tas, Tug River and Hazard districts. In Winding Gulf, New River 
and Western Kentucky greater traffic congestion was responsible for 
increased losses. 

Service was resumed on the railroad in Colorado that had tem- 
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porarily suspended 
was reported. ? + : 

The mine reports confirm the evidence of railroad shipments that 
the response to the invitation to reopen mines has been practically 
confined to the nonunion districts of Pennsylvania, and to the weaker 
organized districts of West Virginia. In the strongly organized dis- 
tricts there has been no significant increase in output. 

Lake dumpings in the week ended August 6, dropped to the low- 
est point reported at this season in years. The total dumped, accord- 
ing to the Ore and Coal Exchange, was 92,747 tons, of which 74,924 
tons was cargo coal and 17,823 vessel fuel. A year ago 708,981 tons 
were dumped. 


operations and no difficulty in handling traffic 


Regarding tidewater and Great Lakes shipments of coal the 
Survey said: 

Coal handled over piers at Hampton Roads increased in volume 
during the week of August 5. Dumpings for the week totaled 326,000 
net tons as against 319,000 tons the week before. ; 

A decrease in foreign bunker coal and in shipments to New 
England was offset by an increase in the movement to other coast- 
wise destinations. ; 

Tidewater dumpings declined to 1,837,000 net tons during the 
month of July. In comparison with June this was a decrease of 
500,000 tons, or 21 per cent. The principal factor in the decline was 
a decrease of 174,000 tons in shipments from Hampton Roads to New 
England destinations. The movement through Charleston was nearly 
double that in June. 

Because the strike has curtailed shipments to the three northern 
ports—New York, Philadelphia and Baltimore—the cumulative tide- 
water movement from January 1 to July 31 was much below normal. 
Shipments during the first seven months of 1922 were 29 per cent less 
than the average for the corresponding period in the three years pre- 
ceding. The chief element in the decrease was a sharp decline in 
exports. Dumpings for export and bunker totaled 4,144,000 tons, 
against 13,871,000 in 1921, 15,643,000 tons in 1920, and 7,297,000 tons in 
1919. Shipments to New England were greater than in any of the 
three years preceding, because of the effort of New England consumers 
to obtain water-borne coal to replace dwindling all-rail shipments. 

Lake dumpings in the week ended August 6, dropped to the lowest 
point reported at this season in years. The total dumped, according 
to the Ore and Coal Exchange, was 92,747 tons, of which 74,924 tons 
— Smee coal and 17,823 vessel fuel. A year ago 708,981 tons were 

umped. 

Not all of the cargo coal handled during the week was available 
for shipment up the lakes. A total of 8,799 tons was consigned to 
destinations on Lake Erie not ordinarily taking lake cargo, and the 
quantity forwarded to regular lake destiantions was only 66,125 tons. 

Week of August 6. Season to date. 





To regular lake destinations.................. 66,125 3,543,846 
To new destinations on Lake Erie............ 8,799 862,221 
74,924 4,406,067 


According to the car service section of the American Rail- 
way Association, railroads, the week of July 29, the fourth 
week of the shop strike, furnished a slightly smaller percentage 
of the cars required for coal loading than they did the week be- 
fore—71 per cent as against 72—but this was because require- 
ments were larger. The mines actually loaded 4,183 cars, or 6.2 
per cent more than they loaded the week of July 22. While the 
railroads of the Allegheny, Northwestern and Central Western 
districts furnished more than 100 per cent of the cars required 
for bituminous loading the roads of the Pocahontas district fur- 
- nished only 40 per cent, the southern district 47 per cent, the 

eastern district 97 per cent and the southwestern district 99 per 
cent. The cars required for coal loading, including 508 for 
anthracite loading, were 142,811. The cars placed were 101,023, 
and the cars loaded were 71,931. 

The Chesapeake & Ohio, the week ended July 29, placed 
only 22 per cent of the coal cars required, the Norfolk & Western 
55 per cent, the Virginian 37 per cent ahd the Louisville & Nash- 
ville only 33 per cent. The actual loading on the Norfolk & 
Western, however, increased 1,959 cars over the preceding week. 

Reports to the Association of Railway Executives for the 
early part of the week ended August 12 showed that the three 
railroads mentioned in the preceding paragraph, in the early part 
of that week were improving their car supply to the mines on 
their rails. That increase was attributed to the fact that north- 
ern and eastern railroads had sent mechanics to the shops 
of those roads to help in keeping equipment in repair. 

August 8 the coal loadings on the three roads amounted to 
5,467 cars, equal to 90 per cent of the best record made since the 
beginning of the coal strike, which was in June, the month be- 
fore the beginning of the railroad strike. The coal loading on all 
the railroads of the United States August 8 totalled 13,539 com- 
pared with only 11,783 cars of the corresponding day of the pre- 
ceding week. 

The week ended July 29, the railroads were able to place 86 
per cent of the total number of open-top cars required. They 
placed 278,609, against requirements of 323,352. The shippers 
loaded 244,518. That was a decrease, in comparison with the 
week before, when the railroads furnished 282,670, or 89 per cent 
of the requirements. The loadings totatled 246,833. For lime- 
stone they furnished 95 per cent of the requirements, ore 100 
per cent, iron and steel 98 per cent, sand, stone and gravel 95, 
coke 100 and miscellaneous 95 per cent. 

The low percentage was attributable chiefly to the low per- 
formance of the railroads in the Pocahontas and southern regions. 
The percentages of those regions were 43 and 58 per cent. 


LOADING OF COAL 


Coal loadings on the Chesapeake & Ohio, Norfolk & Western 
and the Louisville & Nashville railroads on Monday and Tues- 
day of the week beginning August 7 equalled 90 per cent of the 
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average production for a similar period on those lines in Jum 
1922, according to reports received by the Association of Raj. 
way Executives from those roads. Coal loadings on Tuesday 
August 8, for those carriers, which are the three largest Coal 


carrying roads in the West Virginia and Kentucky non-union ¢o4 
fields, follow 





COORG Be SING: 6 iiss diic ceredicrsd ewes 1,583 cars 
PGW. Ge WO CBEREI i 6. 6:cici swine s pe cence woes 2,121 cars 
DU VIO: De TOMI IR oc 6.cist Ci dtc cb ecewess 1,763 cars 

ORE cco siew Sew ei cehinises geese aa eeudouih 5,467 cars 


Loading of bituminous coal on Tuesday, August 8, on all rai. 
roads throughout the United States totaled 13,539 cars, compare 
with 11,783 cars on Tuesday last week. The total coal loading; 
for last Tuesday was the heaviest for any Tuesday since June. 

Loading of bituminous coal totaled 69,439 cars during the 
first five days last week, compared with 63,779 cars during th 
similar period the week before, or an increase of 5,660 cars 
according to reports received from the railroads of the Unite 
States. 

On Friday, August 11, the last day for which reports hay 
been received, bituminous coal loadings throughout the country 
totaled 13,258 cars, compared with 12,505 cars on Friday the 
week before, or an increase of 753 cars. 

These reports also show the following coal loading on Friday 
on the three largest coal carrying roads in the non-union distri 
ot West Virginia and Kentucky: 


RO II RC IN ok 5 cai Gididi winner pewrernemions 1,319 cars 
DHOTTOT Ce WE ONCE oo 6 6c ve cinciecincccccsceences 2,115 cars 
EOE GE TRGRIIVIIG «6: 0.0.6:6:60:6: 6:0: 00siescasinees 1,610 cars 


ON ax sie orcas k uaa Sie ca ata sade ola oneneaiate 5,044 cars 
This exceeded Friday the previous week by 447 cars. 


LUMBER SHIPMENTS 


“The outstanding feature of the lumber movement for last 
week, as gathered from telegraphic reports received from eight 
regional softwood manufacturing associations by the National 
Lumber Manufacturers’ Association, is the decline in the vol. 
ume of production as compared with that of the previous week.” 
the association announced. “The falling off, as _ reported, 
amounted to 17,510,301 feet, or about eight per cent. 

“While there are small reductions in the volume of ship 
ments and orders over the preceding week, they are not sig. 
nificant by themselves. It is believed that production has svt: 
fered from the suspension of logging and lumbering on account 
of the forest fires in the Northwest and the transportation 
situation caused by the shopmen’s strike and has reacted o 
orders and shipments. The restrictions of production is vir 
tually confined to the Pacific coast and Rocky Mountain regions, 
the West Coast Lumbermen’s Association producing less than 
the Southern Pine Association for the first time in months. 

“Production for last week, as reported by 366 mills—te 
less than the week before—was 206,020,775 feet; shipments, 
203,038,507; orders, 208,001,597; the decreases as compared with 
the preceding week being, respectively, 17,510,301, 1,306,767 and 
3,555,857 feet. As compared with the corresponding week last 
year, the week ending August 5 showed gains of 41,863,445 in 
production, 44,202,526 in shipments and 54,773,981 in orders. 

“As compared with the normal production of five largé 
associations with an established normal, it being 208,872,116. 
the actual cut was 93 per cent, shipments 91 per cent and orders 
93 per cent. Stated relatively to the production of all eight 
associations reporting weekly, shipments were 98 per cent and 
orders 99 per cent.” 


CAR SHORTAGES APPRECIABLE 


Car shortages became appreciable in size, reports to the car 
service division of the American Railway Association indicate, 
in the week July 23-31, the latest for which figures are available 
The shortage that week amounted to 24,973, as compared with 
15,366 during the preceding week. 

The car surplus in the same period amounted to 174,927, 3 
decrease of 28,395. The shortages included 16,550 box cars and 
6,633 coal cars. The surplus included 21,367 box cars and 131; 
267 coal cars. The principal shortage was in the southert > 
gion, 11,426. The principal surplus was in the eastern and 4l 
legheny regions, 63,960 in the former and 59,407 in the latter. | 

Grain loading for the week of July 29, including that of — 
products, was 59,170 cars. That was the highest since the wéé 
of September 3, 1921, and the cumulative loading this year, to 
July 29, was in excess of any of the preceding years. bor 
similar records were not maintained before 1918, the weekly but 
letin issued by the car service division of the American Rall 
way Association said it was safe to say that the loading th 
year to date was the largest ever made. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadw2) 
Limited” and “20th Century Limited” trains. 
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August 19, 192% 


RAILROADS AND UNIONS CONFER 


(By Stanley H. Smith, Staff Correspondent.) 


New York, N. Y., August 18.—Although both railway execu- 

tives and brotherhood leaders, after a four hour conference in 
the board room of the Association of Railway Executives yes- 
terday, refused to indicate what developments might be expected, 
it was understood that both sides entertained the hope that a 
pasis for settlement of the railway strike would be found. The 
conference was resumed at 10 o’clock today. Both sides took 
the position that the discussion had reached the point where the 
less said for publication the better. It was believed, however, 
that if a plan for settlement were found, it would result from 
yielding by the shopmen in their stand on the seniority ques- 
ion. 
Chaiman Cuyler of the railway executives issued the fol- 
lowing statement when adjournment for the day was taken: 
“A conference was held this afternoon between a committee of 
the carriers and the heads of the five train service organizations, 
who wished it to be distinctly understood that they appeared as 
mediators on their own motion. A discussion of the present 
railroad situation, so far as it relates to the shopcraft strike, 
took place. The questions involved were discussed with the 
earnest desire to arrive at a solution of the problem, if possible. 
No definite conclusion was arrived at, and the conference was 
adjourned until tomorrow morning.” 

Any plan for settlement would have to be submitted to the 


' executives and the shopmen leaders for approval. 


The brotherhood leaders in the conference were W. S. Stone, 
L. E. Shephard, W. N. Doak, D. B. Robertson, and T. C. Cashen. 
The executives’ committee was made up of Messrs. Cuyler, At- 
terbury, Elliott, Holden, Kruttschnitt, Mapother, Markham, and 
Smith. Alfred P. Thom, general counsel, participated in the 
conference. 

Mr. Jewell and the heads of the unions on strike, as well as 
the heads of the other rail brotherhoods, were in New York ready 
for conference. The shopmen’s leaders met with the five train 
service brotherhood leaders after the conference with the execu- 
tives. 

There was speculation that the brotherhood leaders had 
agreed to leave the seniority of the strikers to the railroads for 
settlement, and also that the brotherhoods had proposed that 
the strikers should return to work on the basis of loyal men 
ranking first, the strikers second, and new men employed since 
the strike began, third. One brotherhood leader declared such 
newspaper speculation might spoil “what we are working.” Mr. 
Jewell issued a statement to the effect that the strike on the 
Pennsylvania was seventy per cent effective so far as union mem- 
bership was concerned, and that, on the Long Island, it was 
eighty-seven per cent effective. He said the settlement of the 
coal strike would, to a large extent, determine the settlement 
of the rail strike, because the railroads would shortly be forced 
to move more coal than ever before and there would be a short- 
age of coal-carrying equipment. He said there would be a heavy 
demand for skilled mechanics and there would be places for one 
and a half times the normal number of men in coal car repair 
shops alone. 


Negotiations to find a basis for settlement were continued 
tcday. Both sides refrained from saying anything on which a 
conclusion might be based as to whether or not progress was 
being made. 


After a morning session lasting three hours the brotherhood 
mediators went to the headquarters of the shopmen’s leaders 
for a conference. They resumed their conference with the ex- 
ecutives late in the afternoon. 


It was presumed that the brotherhood leaders carried with 
ihem to the conference with the shopmen a proposition for 
their consideration. 

“The task of the mediation committee is a delicate one and 
the less rocking of the boat there is, the better will be their 
chance of success,” said Mr. Jewell, in asking that there be 
ho speculation as to what was under consideration. 

J. G. Walber, secretary of the bureau of information of the 

eastern roads, and a labor expert for the roads, and P. E. Crow- 
ley, vice-president of the New York Central in charge of opera- 
tions, were called into the meeting. 
_ The executives declined to comment on reports from Wash- 
ington to the effect that Senator Watson of Indiana said, early 
In the day, that he had been in touch with New York and that 
the indications for a settlement were bright, while later he 
Was reported as saying that the outlook was not so bright. 

It was plain that both sides were working earnestly to find 
a basis of settlement, but that, up until the late Friday after- 
oon meeting, no agreement had been reached. 

In a telegram to Senator Pepper, L. F. Loree, president of 
the Delaware & Hudson, said a determined effort was on foot 
to drive these men out of their employment,” the reference 


being to nearly 250,000 men who, Loree said, were now on the 
bayrolls of the railroads in their mechanical departments. He 
Said he was concerned for their interests. The telegram was 


Mm reply to one from the Senator, who criticized Mr. Loree for 
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the position he had taken with regard to settlement of 
strike. 


the 





RAIL PRESIDENTS YIELD 


New York, Aug. 12.—The members of the Association of 
Railway Executives, late yesterday, by a substantial majority, 
adopted a reply to President Harding’s railway strike settlement 
proposal. It is, in substance, an acceptance of the principle 
of the President’s plan. The reply was to be made _ public 
in Washington, after a committee composed of Messrs. Cuyler, 
Elliott, Holden, Kruttschnitt, Mapother, Atterbury, Markham and 
Smith had submitted it to the President with a verbal explanation 
of the discussion which preceded its adoption, so that the Presi- 
dent would have the full views of the executives. 

Chairman Cuyler declared after the meeting, in a brief 
formal statement, that the “railway executives gave to the pro- 
posal of the President, dated August 7, the thorough and con- 
scientious consideration to which it was entitled. They took 
into their consideration all the elements in the situation which 
affect the public welfare and arrived at a conclusion which 
they will present to the President of the United States.” Mr. 
Cuyler said the “action of the railway executives cannot = be 
made public until it has been submitted to the President.” 

The reply, it was understood, set forth that the executives 
had decided to comply with the President’s request and would 
take back the strikers, except those guilty of violence since 
the strike started, and then defend the rights of the present 
employes before the Labor Board. The executives believed that 
in this reply they were not in the position of going back on 
their stand of August 1. 

A minority report favore taking back strikers only to fill posi- 
tions that are open, except such as have been guilty of violence. 

It is regarded as certain that, should the shopmen accept 
the plan also, there would be railroads that would not take 
all the striking shopmen back. Some roads believed they would 
have plenty of work for both the men employed since the strike 
and the strikers. 

The majority report of the railway executives accepting in 
principle the President’s proposal was adopted by a vote of 191 to 
79. The minority report was prepared by Mr. Atterbury and 
Mr. Cole. Both reports were to be submitted to the President, it 
was understood. 

It was believed that the most important factor that dom- 
inated the meeting of the executives was the conviction that 
it was up to the executives to “go along’ with the President, if 
possible. A flat rejection of the President’s second plan was 
not acceptable to a majority of the roads, because of a feeling 
that such action might be construed in the public mind as a 
deliberate effort to block the President. It was also felt that, 
while the first proposal of the President had been rejected by 
what was, in effect, a unanimous vote, the second proposal could 
be accepted under conditions that would not make necessary 
a reversal of the executives’ original stand. 

The conviction was held by many of the executives that 
the Labor Board was an agency of the government, the deci- 
sions of which they had pledged themselves to abide by, and 
that they could not stand in the way of the seniority question 
being taken to it for settlement. 

Some of the executives reported that they had been able 
to augment their forces to such an extent that they had, in 
effect, broken the strike so far as they were concerned. One 
road reported having more employes in its shopcrafts’ depart- 
ment than it had before the strike. 

Under the executives’ acceptance, the strikers, of course, 
would have to be assigned to work before they could raise 
the seniority question as a dispute to be taken to the Labor 
Board. 

The roads that voted for the minority report embraced 
those that had had success in employing considerable numbers 
of men since the strike began. It was understood that many 
such roads would decline to take back all of their former em- 
ployes who went on strike, but would take back only those they 
needed. 


The men employed since the strike will have the support 
of the railroads if the seniority question is taken to the Labor 
Board. The executives determined that the strongest possible 
fight must be made in their behalf if and when the seniority 
question is put before the Labor Board. 


Robert S. Binkerd, assistant to Chairman Cuyler, said the 
executives did not look on their reply to the President as a 
compromise on the question of seniority. He said the execu- 
tives believed the reply would meet with the approval of the 
President and of the country. He said that from a legal point 
of view he believed the position taken was beyond reproach, and 
that it was neither antagonistic to the President’s proposal nor 
to the stand taken by the executives August 1, when they re- 
fused to take back the strikers with seniority rights unimpaired, 
and declared they would keep their pledges to the men em- 


ployed since the strike began. 


At the morning session of the meeting the executives dis- 
cussed all angles of the President’s proposal. 


The afternoon 
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was given over to waiting for the drafting committee to report. 
It was late in the afternoon when it reported, following .which 
there was discussion for an hour. The roll was called and the 
votes recorded. Shortly thereafter adjournment was taken. 


HARDING TURNS TO CONGRESS 


The Trafic World Washington Bureau 


President Harding refrained from going before Congress 
August 17, because, according to information from White House 
sources, he wanted to give the conference in New York oppor- 
tunity to make a real effort for settlement of the rail strike 
without being in any way diverted from its task by what was 
happening in Washington. Objections by Republican members 
of Congress to having the industrial situation laid before them, 
apparently, did not cause the President to refrain. The Presi- 
dent, it was said, continued at work on his recital of the history 
of efforts to settle the strike and the obstacles in the way 
and would be prepared to go to Congress August 18 or any other 
time he deemed it necessary. Whether he will advocate leg- 
islation has not become clear. The primary object, however, 


was declared to be to give Congress information from official 
sources. 


Chairman McChord of the Commission is believed to have 
equipped the labor leaders with a proposal to make to the ex- 
ecutiveg that it was said would soften the position of the labor 
leaders and the majority of the railroad executives on the 
seniority question. Mr. McChord said, when asked if he had 
formulated anything, that this was not the time to talk. As 
reported, but not confirmed by Mr. McChord, his plan is to 
give the loyal shopmen the seniority rights they had July 1. 
The strikers would have senority rights as if they had not 
struck, and the new men would have senority rights according 
to the time they worked. As reported, the plan appears to be 
little, if any, diffeernt from Harding’s first plan for the restora- 
tion of seniority rights “unimpaired.” 


It was planned August 18 that the President should appear 
before Congress the afternoon of that day to discuss the two 
strikes. It was said that he had decided to appear regardless 
of the fact that the conferences in New York had not resulted 
definitely and that he had August 17 postponed his address be- 
cause of the beginning of that conference. It was emphasized 
that, as the coal strike would come in for discussion, the con- 
tinuance of the conference in New York was not a controlling 
reason for further withholding his recital of facts. 


Stone the Spokesman 


Mr. Stone, whether willingly or otherwise, has been man- 
euvered into first place in the rail strike situation. He has 
been doing the talking for the labor conference. After he had 
heard from the White House Aug. 11 that armed guards would 
not be withdrawn he commented on walkouts at terminals on ac- 
count of the presence of guards and alleged defective equipment. 
He said he had reports from fifty terminals where conditions were 
such as had caused walkouts at some places. He said he ex- 
pected walkouts at some or all of them “without completely 
tying up transportation.” He said his instructions to the men 
at such places were not to continue work where their lives were 
in danger. He said half the locomotives in service were being 
kept there in violation of law, as reports to the Commission 
should show. 


He added that the shopmen’s strike had not been broken 
at any point. The whole tenor of his remarks was that, now 
that the question had become one of retention of seniority 
rights, the strike had ceased to be that of the shopmen only, 
but a cause in which all organized labor had an equal interest. 

While the rail strike thus assumed a more sinister aspect, 
officials, from President Harding down, professed to be strongly 
of the opinion that the coal strike would soon be over. The 
President’s view was that the anthracite strike was likely to 
be over in a week. Coal men engaged in an effort to distribute 
the little coal available, however, were not so optimistic. 


Strike Parleys Fail 


A day of conferences at the White House August 12 between 
President Harding and representatives of all groups involved in 
the railway shopmen’s strike, with other government officials 
also participating, left the public in the dark as to the actual de- 
velopments, because the formal statements made to the Presi- 
dent by the railway executives, the shopcrafts’ leaders, and the 
representatives of the brotherhoods whose members were not 
on strike were kept secret. 

The reply of the shopmen to the President’s proposal was 
submitted by William H. Johnston, president of the Interna- 
tional Association of Machinists. He came to the White House 
unaccompanied by the other shopmen’s leaders. Following that 
submission the President met with the heads of the brother- 
hoods not on strike. 

When that conference was concluded late in the afternoon 
the committee of railway executives selected at the New York 
meeting of the Association of Railway Executives, was received 
by the President. 
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L. E. Sheppard, head of the Order of Railway Conductors 
acted as spokesman for the brotherhood leaders. He said the 
representatives of the organizations not on strike had come ty 
tell the President of their troubles in connection with the situa. 
tion and of their difficulties in keeping their men-at work with 
engines and equipment in bad shape. 

“We came to offer our good advice and to say that if we could 
be of any service we would be glad to act as mediators,” said he. 
“We are quite prepared to do anything to be helpful in the 
situation.” 

Mr. Sheppard then pleaded with the newspaper men not to be 
“sensational” and to get after their “head-line writers,” because. 
he said, so often the head-lines in the newspapers were not in 
accordance with the story below. He said the newspapers would 
do a great service if they refrained from a sensationalism in con. 
nection with the efforts to effect a settlement. 

The brotherhood spokesman said a formal statement had 
been submitted to the President on behalf of the organizations 
not on strike. He said neither that statement nor the shopmen’s 
reply would be made public that day. 

“We don’t want to muddy the waters,” he said. 

A small committee of the leaders of the brotherhoods not on 
strike, he said, would remain in Washington for a few days. He 
said they did not see the railway executives, who sat in an ad. 
— room while the President conferred with the brotherhood 
eaders. 


“Did you make any suggestion for a settlement?” Mr. Shep- 
pard was asked. 


“That is what we were there for,” he replied, after some 
hesitation. 

He declined to state whether the situation appeared more 
hopeful or less hopeful. 

“The matter is in the President’s hands,” he said in con- 
clusion. “We are subject to his orders. The shopmen have left 
their case in our hands.” 

Senator Cummins came out of the President’s office next. 
He said he had been in the conferences between the President 
and the executives and also between the President and the 
brotherhood leaders. He said he could make no comment. Asked 
if reports that he had prepared a bill giving the President the 
power to take over railroads for operation were true, he said he 
could not discuss that—that any information on that subject must 
come from the President. It was understood, however, that while 
the senator had been giving some thought to the subject, the 
actual drafting of a bill had not taken place. 

Shortly after Senator Cummins left Chairman Hooper of the 
Railroad Labor Board came out. He was followed by Secretary 
Hoover. Secretary of Labor Davis left with Mr. Sheppard. 

Then the committee of railway executives came out. Mr. 
Cuyler said. 

“We submitted our reply. The President requested that it be 
not made public.” 

Mr. Cuyler indicated that the executives might confer with 
the President on Sunday, the following day. He also indicated 
the President might wish to talk with the executives further after 
he had had time to study their reply. 


It was evident that the President had requested all groups 
to say as little as possible about the conferences and that he 
wished the several replies kept secret for the time being. The 
inference was drawn that the President planned to get the op- 
posing forces together on common ground, if possible, before 
the replies were made public. 

It was believed that the shopmen probably had proposed to 
the ‘President that the Labor Board take jurisdiction of the set- 
iority question and settle it before the men returned to work. 


With representatives of the executives, the strikers and the 
employes not on strike in Washington, it was believed the Presi 
dent would do his utmost to get an agreement. Mr. Cuyler 
said the executives would leave Washington some time Sunday. 

Mr. Sheppard’s statements that the leaders of the railway 
employes not on strike would act as mediators if called on to do 
so and that the shopmen had left their case in the hands of those 
leaders were regarded as significant. They indicated beyond 
doubt that the big brotherhood leaders would play an important 
part in the developments to follow. 


Rail Executives’ Resolutions 


Mr. Cuyler, after he and other members of the railway &* 
ecutives’ committee had conferred Sunday morning with Presi- 
dent Harding, made public the resolutions adopted at the meeting 
in New York, August 11, the President having authorized publica- 
7 a The communication of the railroad executives was 
as follows: 


At the meeting of the railroads in New York Aug. 11 they, with 
practical unanimity, responded favorably to the President’s call that 
the seniority question be left to the railroad labor board. 

Approximately three-quarters of the mileage responded favorably 
to his call that all striking shop craftsmen be re-employed and that 
the balance of all such strikers be re-employed as far as practicable. 

The resolutions acted on by the meeting have been submitted to 
the President. ; 

The following resolutions were adopted by roads having a mileage 
of 151,824 miles: 

“The telegram of the President, dated Aug. 7, having been con 
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sidered, and in response to his call to the carriers and the striking 
workmen, the following resolutions were adopted: bes 

“Resolved, That the proposal of ‘the President to the striking 
workmen to return to work, and to the carriers to assign them to 
work, leaving the disputed question of seniority to the labor board, 
under the provisions of the transportation act for decision, be ac- 
cepted, understanding as we do that such acceptance involves no 
surrender of the principles with respect to seniority adopted by the 
carriers on Aug. 1. 1922. but recognizes that the proposal of the Presi- 
dent invokes the jurisdiction of the labor board, under the transporta- 
tion act, to pass on the relative seniority of those loyal employes who 
have remained at work and those new employes who have since 
accepted service (the rights of both of which classes to seniority 
we feel bound in justice to defend before the labor board) with the 
strikers who may re-enter the service under the proposal of the 
President. 

‘“‘Therefore, be it further resolved, 

‘*(A.) All former employes who have not been guilty of proven 
violence against the employes or property of the railroad, shall be 
assigned to their former positions where vacancies exist. 

“(B.) Where the positions they formerly held have been filled, 
other employment of the same class will be found for such employes 
as have committed no acts of proven violence. ’ 

“(C.) If, after these men have been assigned, questions of seniority 
arise with them which cannot be settled locally, they will be referred 
to the railroad labor board for review. 

“Further resolved, That the strike is to be called off, with the 
understanding and agreement by all parties that no intimidation nor 
oppression shall be practiced or permitted as against any of the em- 
ployes who have remained or have taken service, or against those 
who may return to service under the proposal of the president.” | 

The following minority report was supported by roads having 
a mileage of 57,222 miles: 

“Resolved, That the chairman be authorized to reply to the 
President’s telegram of Aug. 7, that the railroads represented at this 
meeting are willing that: 

“(A.) All former employes who have not been guilty of violence 
shall he assigned to their former positions*where vacancies exist. é 

“(B.) If, after these men have been assigned, questions of their 
seniority arise which cannot be settled locally, they shall be referred 
to the railroad labor board for review. 

“(C.) In agreeing to submit questions of seniority as provided 
above to the railroad labor board, it is understood that neither the 
railroads nor the employes shall be deprived of the right of review 
by the courts of such decisions if they affect agreements in existence 
between any railroad and its employes.” 


Informed of the action of the executives, the brotherhood 
leaders in whose hands the shopmen had placed their case, went 
into conference, with the result that L. E. Sheppard, head of the 
railway conductors, announced that the reply of the shopmen to 
the President’s proposal and the written statement submitted to 
the President on behalf of the non-striking employes would not 
be made public, although it was understood the President had 
lifted the restriction against publication. 

While the members of the executives’ committee left Wash- 
ington determined to stand on the basis of their acceptance of 
the President’s proposal and convinced that the President would 
not ask them to make further concessions, the brotherhood lead- 
ers decided to remain in Washington “at least until Congress 
convenes next Tuesday.” 


When informed that the executives had left the city and 
tht it was the understanding that the executives regarded their 
reply to President Harding as final and were not looking for- 
ward to any more conferences, Mr. Sheppard said the execu- 
tives “had left town before” and that he did not attach 
thing that would embarrass either side. 

“We have no statement to make,” said he. “We don’t know 
just where we are at. We are awaiting developments. We don’t 
want to say anything that will embarrass either side. We are 
hopeful of finding some way to help. Whether or not we will is 
doubtful. e are going to stay here at least until Congress con- 
venes next Tuesday, and also to be on hand should the President 
want us. As soon as we can make a statement we will do so. 

“T desire to call attention to the fact that a great deal has 
been said about seniority standing in the way of a settlement. 
That is only one of many questions. The real issue as we see 
it is the status of the men on strike. We hold theya re not dis- 
missed fromthe service—that they have not resigned. They are 
awaiting a settlement of their differences and all rights as em- 
ployes are suspended, so to speak, contingent on whether or not 
they go back to work. Pension and insurance rights are involved 
as well as seniority. Seniority has been worked overtime by 
the railroads. 

“In all disputes in years gone by members of railroad organ- 
izations have usually gone back with all their rights by agree- 
ment and we see no reason why that policy should be changed 
at this time. That is a fundamental principle of labor organ- 
ization policy. 


“We are not taking any chance of closing the door to nego- 
tiations.” 


Mr. Sheppard denied that the brotherhood leaders, in a con- 
ference late on the night of August 12, with members of the rail- 
road executives’ committee, had proposed disposing of the sen- 
lority question by arbitration, while in railway executives cir- 
cles the understanding was that a suggestion of arbitration was 
made by the brotherhood leaders, but that the executives re- 
Jected it. Sheppard declared the question could not be settled 
by arbitration. It was believed that the conference between the 
executives and the labor leaders was held at the instance of the 
President. 

A remark by Mr. Sheppard that “we don’t know just where 
we are at” confirmed the impression that the labor leaders were 
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“stumped,” for the time being, by the stand taken by the execu- 
tives, and that they wished to consider carefully their next move. 

It was indicated in executives’ circles that they proposed to 
settle the question of whether or not employes engaged in a 
service of vital necessity to the nation and accorded special 
protection under the law could go on strike and then return to 
work without paying any penalty. They attributed the moves 
of the brotherhoods to a desire to prevent, if possible, the exac- 
tion of a penalty. 

The executives left the White House convinced that there 
would be no appeal by the President for legislation at this time, 
enabling him to take over the railroads. The point was made 
that the government could not do anything with the roads that 
the managements could not do unless the government were to 
make an unwise settlement of the strike by compliance with 
the strikers’ demands. It was further asserted that if the gov- 
ernment would act now with a firm hand there would be no 
sympathetic strikes, because the conspiracy statutes could be 
invoked to take care of such situations. The charges of the 
brotherhoods relative to the condition of equipment were held 
by the executives to be strike propaganda and while it was 
admitted that equipment was not in as good condition as it would 
be if there had been no strike, it was asserted that a six weeks’ 
shopmen’s strike had not made engines and cars dangerous to 
use, 

Action by Attorney-General Daugherty in wiring the district 
attorney at Los Angeles to investigate whether abandonment of 
trains on the Santa Fe was the result of a conspiracy, was taken 
as indication that the government planned to take a firm hand 
in such situations. 

“It has been reported to this department from certain places, 
especially southern California and Arizona, on the Santa Fe 
system,” Mr. Daugherty said, “that trains have been and are 
being abandoned by trainmen and employes. It has occurred 
at places most inconvenient (Needles, Cal., for instance), and not 
only results in interference with and obstruction to interstate 
commerce and the transportation of the mail, but in great suffer- 
ing and distress among men, women and children who are pas- 
sengers. 

“After conference with the President I have wired the United 
States attorney at Los Angeles as follows: 


Report to the United States District judge any violations of 
injunctions and institute proper proceedings to hold violators for 
contempt. Investigate quickly and ascertain if abandonment of trains 
was the result of conspiracies by those operating them or others to 
interfere with interstate commerce and the handling of the mails. 

f proof is sufficient, present the matter to the grand jury im- 
mediately. If the grand jury is not in session, present to the court 
the necessity of calling a special grand jury. The department will 
give you all necessary support and assistance. 

The interference with and abandonment of trains strongly indicates 
the existence of a conspiracy, and the government will take all 


—" steps to prevent its continuation or like conspiracies else- 
where. 


“It is reported that twelve passenger and mail trains on the 
Santa Fe line in southern California are tied up because of the 
refusal of members of the Big Four to move them. The reason 
given for such action was the danger to members from armed 
guards and defective engines. 

“Seven trains were held up at Needles, three at Barstow, 


and two at Los Angeles. Hand grenades were thrown into the 
Santa Fe stockade at San Bernardino.” 


Harding Wires Arizona 


President Harding took cognizance of the abandonment of 
trains on the Santa Fe by train crews in the following telegram 
to governor Thomas E. Campbell of Arizona: 


I am informed that several passenger trains on the Santa Fe rail- 
way sre marooned at junction points in your state because of their 
abandonment by their crews. It is the obligation of the government 
to relieve the people who are thus shamefully subjected to hardships. 

If you have not facilities for the relief which I know you will 
gladly bestow, then any forces at the command of the Federal gov- 
ernment will be promptly ordered to your assistance. Kindly advice 
whether such assistance is needed. 


This was construed as a further indication of the intention 
of the government to intervene in cases where interstate com- 
merce may be interfered with by what is equivalent to sym- 
pathetic strikes. 


The White House made public the following reply of Gov- 
ernor Campbell of Arizona to President Harding’s telegram: 


Acknowledging receipt your telegram thirteenth regarding pas- 
senger trains abandoned at junction points in Arizona on Santa Fe 
Railway and offering any assistance at your command to move pas- 
sengers toward destination, desire to thank you for your tender and 
advise that all passenger trains heretofore abandoned have been 
moved from Arizona points and the distress occasioned by delay of 
passengers alleviated. Reports from Adjutant General of Arizona, 
United States Marshal, sheriffs and railway officials concur as to train 
movements; also that no force or interference has been interposed to 
operation of trains by railway officials. Heartily concur in your state- 
ment that relief of people thus subjected to hardship is obligation of 
government. Arizona has no lews compelling anyone to work, but this 
state can and will protect all citizens in their individual rights. 


More Washington Conferences 


Although it had been believed that there might be a lull in 
the conferences on the railway strike in Washington, any such 
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hopes were dissipated August 14 when President Harding and 
the heads of the brotherhoods whose members are not on strike 
and who are acting as mediators for the shopmen, conferred 
from 5 to 7:30 p. m., at the White House. It was understood that 
the conference was arranged by the Secretary of Labor, Mr. 
Davis, who participated therein. 

Mr. Sheppard, spokesman for the brotherhood chiefs, said 
a meeting would be held August 15 to determine whether an 
effort should be made to get in touch again with the railway 
executives. It was indicated that such a course would be fol- 
lowed and that what the “mediators” were striving for was a 
settlement by the strikers and the executives and not by the 
Labor Board. 

If the brotherhood leaders could get a conference with 
executives who are not “tenacious,” Mr. Sheppard said, they 
might be able to come to an agreement with them and then the 
executives could use their influence to bring the others around. 
He said they were ready to talk to anybody who was willing to 
talk to them; that the President had assured them that every- 
body would get a square deal; that the President had tried to be 
impartial and that he had been; and that he (Sheppard) be- 
lieved that the President was awaiting developments. He said 
there was no intention of making an appeal to Congress. 

Attorney-General Daugherty duplicated his telegram to the 
district attorney at Los Angeles regarding grand jury investi- 
gation of conspiracies to interfere with interstate commerce to 
the district attorneys of northern California, Arizona, and New 
Mexico. Reports to the Department of Justice indicated that the 
sporadic strikes were spreading to northern California. 

Mr. Sheppard said the “Big Four” brotherhoods had sent 
men west to induce the men who had quit to go back to work. 

Alfred P. Thom conferred with the President early August 14. 


President Goes to Congress 


Believing it only fair that Congress and the country should 
have a full account of the railway and coal strike situation, as 
learned by him in the last few weeks through conferences and 
negotiations, President Harding let it be known at the White 
House August 15 that he would go before Congress within the 
next forty-eight hours to tell his story. Whether or not recom- 
mendations for legislation would be made, it was indicated, would 
be determined largely by developments prior to the President’s 
appearance before Congress. 

This move on the part of the President, it was stated offi- 
cially, was not intended by him to interfere with outside efforts 
being made to bring about a settlement of the rail strike. So 
far as the chief executive was concerned, it was stated, he was 
standing on his proposal that the men return to work and that 
the seniority question be left to the Labor Board. The decision 
of the President to go before Congress was announced after a 
cabinet meeting at which the industrial situation was considered. 


Men and Roads to Confer 


Warren S. Stone, chief of the engineers, proposed to Chair- 
man Cuyler, of the railway executives, over the long distance 
telephone that a conference between the brotherhood heads, as 
mediators for the shopmen, and the rail executives be held “to 
see if we can do anything to avoid the crisis that is approach- 
ing.” The proposal was accepted and the conference was set for 
the afternoon of August 17 at New York. 

This move on Stone’s part followed a conference the night 
before with Daniel Wilard, president of the B. & O., and a con- 
ference August 15 of the brotherhood leaders. 

Chairman McChord, of the Commission, Chairman Hooper, 
of the Labor Board, and secretaries Hoover and Davis were in a 
conference with President Harding late August 15. 


Shopmen Reply to Harding 


The shopmen’s leaders August 15 made public their reply to 
the President’s proposal of August 7. As had been indicated, it 
was a flat rejection of the plan. The reply follows: 


We are in receipt of your telegram of August 7, referring to your 
message to us of July 31 and our reply of August 2. 

In your telegram of August 7 you request that striking railroad 
employes return to work and leave to the decision of the Railroad 
Labor Board, after they have returned to work, the question of seni- 
ority as covered in the third paragraph of your telegram of July 31. 

This request has been fully considered by the executive council of 
the railway employes’ department who represent the railway em- 
ployes affected and you are hereby advised that the proposal con- 
tained in your telegram of August 7 has been unanimously declined 
for, among others, the following reasons: 

1. On July 31, you submitted to the representatives of the rail- 
road employes in question and to the railway managers ‘‘the terms of 
agreement upon which the railway managers and united shop craft 
workers are to unite preliminary to calling off the existing strike.”’ 

Your terms of agreement above referred to were accepted by the 
representatives of the employes. On the seniority question your 
terms of agreement were, ‘‘all employes now on strike to be returned 
to work to their former positions with seniority and other rights 
unimpaired. The representatives of the carriers and the representa- 
tives. of the organizations especially agree that there will be no dis- 
= by either party against the employes who did or did not 
strike.”’ 

This clearly provides that the seniority question was to be settled 
before the employes returned to work. Your proposal of August 7 
is that it be agreed to, or rather disposed of, only after they have 
returned to work. 

This strike cannot be seitled and no other railroad strike has been 
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settled until it was agreed that all employes on strike are to be 
returned to work and to their former positions with seniority and 
other rights unimpaired. 


Seniority was not and is not now, by right, an issue or a dis- 
pute in this strike. The authors of the transportation act have on 
many occasions, stated that there is no penalty in the transportation 
act against employes who strike when an injustice is done through a 
decision of the Railroad Labor Board. Admittedly they have the right 
to strike, and, therefore, they do not forfeit their standing as railroad 
employes because they strike. Any other construction of the law 


would read into the transportation act a penalty which is not con- 
tained therein. 


On August 2 we acquiesced in the terms of agreement which 
you declared to be just, fair and reasonable, and we are willing now, 
in the interest of all concerned, to settle the strike in accordance with 
the terms of that agreement. We are, of course, unable to understand 
why, after we had accepted your own terms of agreement, you should 
now request us to accept a proposal which is directly in conflict with 
your former proposed agreement. 

Your latest proposal is impracticable and would create 4 


chaotic condition because of the undetermined seniority status of the 
employes. 

Railroad employes are ever mindful of the public interest. They 
have accepted your own terms of agreement, which called for no 
sacrifices on the part of the railway executives, but which did require 
that the employes make a concession of practically every issue which 
brought about the strike. 

We have repeatedly called attention to the fact that the campaign 
against the organized railroad employes was a part of the general 
“open shop’”’ drive, and if press statements are correct, the managers 
of some of the railroads the last few days have frankly admitted that 
they do not desire at this time to settle the strike, but hope tc he 
permitted to continue their efforts to disintegrate the organizations of 
railroad employes. 


In addition to the shopmen’s reply to the President, Mr. 
Jewell issued the following statement: 


The Association of Railway Executives have again, in their letter 
of August 11, declined to accept the President’s proposition of August 
7. They have not even agreed to permit all employes now on strike 
to return to work. 

The railroad managements apparently intend to be the court, judge 
and jury for the trial and conviction of those employes whom they 
do not intend shall return to work. 


Mr. Jewell, when questioned about the statement, said he 
construed the executives’ reply as, in effect, a rejection, because 
not all the roads were bound by the majority’s decision. 


Advice to the President 


President Harding was advised August 16 by congressional 
leaders not to appear before Congress with his message on the 
railway and coal strike situation until after the meeting in New 
York August 17 between the brotherhood leaders and the railway 
executives. It was pointed out that if there was a chance for 
settlement of the railway strike at the New York conference, it 
would not be wise to complicate matters by laying the entire 
situation before Congress. 

Senator Lodge of Massachusetts, Republican Senate leader, 
and Representative Longworth of Ohio, were among the leaders 
who conferred with the President. 

It was understood that Senator Lodge was one of the sena- 
tors who believed the President should go before Congress, but 
that he was sympathetic with the view that such action should 
be deferred until after the meeting in New York. 


There was considerable grumbling among members of the 
House when they learned the President had decided to address 
Congress on the strike situation. Some went so far as to indi- 
cate that the President was “passing the buck” to them, and that 
there was little they could do short of enacting legislation en- 
abling the President to take over the railroads. And they did 
not desire to have their burdens increased by such a proposal. 


It was believed that because it was indicated officially at the 
White House that any recommendations the President might 
make to Congress would be dependent on developments up to 
within “thirty minutes” of his appearance before Congress, that 
the President would be inclined to await the developments oi 
the New York conference. 

While there was nothing definite on which to base an opin- 
ion as to the chances for success at the New York conference. 
the impression was strong that the brotherhood leaders into 
whose hands the shopmen had placed their case and the railway 
executives would find a way to bring the strike to a close. It was 
believed that the brotherhoods earnestly desired a settlement 
rather than “a fight to the finish.” At the same time, Mr. Jewell 
insisted that the seniority question was not an issue in the strike. 
He did not indicate any backing down from the stand taken by 
the shopmen in their reply to the President. 

Although there had been much written recently as to the 
President asking for legislation to take over the operation of all 
or a part of the railroads, the President was being advised to put 
off such a step as long as possible. It was also believed that the 
President would not go so far as that unless there were a com- 
plete breakdown of the transportation system, or a complete 
breakdown of individual lines. The situation had not reached 
that point by any means this week. 


Condition of Motive Power 


Significance was attached to the publication of the corre 
spondence between the President and Chairman McChord of the 
Commission relative to the condition of railroad motive power. 
This correspondence was accepted as supporting at least in part 
the charges made by the shopmen and the brotherhood leaders 
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that engines and cars were in bad shape and dangerous to use. 
It was believed the publication of the correspondence would have 
an effect on the conference between the executives and the 
protherhood leaders. The President referred to the situation as 
“a growing menace to maintained transportation,” and urged 
“full enforcement of the law.” Decision to make the corre- 
spondence public was reached at the conference late August 15 
between the President and Chairman McChord. 

If the transportation situation should become acute, it was 
believed that the President in his message to Congress would go 
on record in favor of giving federal protection to the railroads 
and ask for whatever congressional assistance he might deem 
necessary. There was talk that he might ask for an appropria- 
tion to increase the armed forces of the nation to meet such a 
situation. 

The argument was advanced by some that the brotherhood 
chiefs were inclined to a settlement so as to avoid the possibil- 
ity of suits to subect the property of the brotherhoods and of 
brotherhood members to the payment of damages caused by 
strikes or walkouts that might be held to have been called for 
sympathetic reasons, under the principle laid down in the Cor- 
onado and Danbury Hatters’ suits. That principle was that the 
property of organizations and of members calling or aiding in 
sympathetic or collateral strikes was responsible in damages 
to those suffering by reason of such sympathetic strikes. The 
brotherhoods, as organizations, are believed to comparatively 
wealthy. Many engineers and conductors are financially well 
off and under the rule laid down in the cases mentioned could be 
held to make good the losses of the victims of the sympathetic 
strikes, it is believed. 

The following correspondence was given out by Chairman 
McChord of the Interstate Commerce Commission: 


Dear Mr. President: Aug. 15, 1922. 

In the administration and enforcement of the locomotive inspection 
and related safety appliance acts of Congress, the Commission has 
observed with concern the progressive deterioration of motive power 
upon certain of the important carriers of the country: since July 1, 
1922, and during the present strike. The effect of deferred repairs 
is cumulative and becomes increasingly felt as time ‘goes on. The 
acts which we are called upon to administer leave little discretion 
with the Commission as to enforcement when violations come to light. 
In the continuance of our enforcement of the law we are taking steps 
and will be compelled to continue to proceed in a manner which 
must bring about serious withdrawals of motive power from service, 
Certain violations of the acts we report to the Attorney General for 
appropriate legal action. With a continuance of existing conditions 
these will be increasingly frequent. 

Knowing your interest in the matter we felt you should be advised 
of the facts. Faithfully yours, 

Cc. C. McCHORD, Chairman. 





My dear Chairman McChord: Aug. 15, 1922. 

I have yours of even date in which you call to my attention the 
progressive deterioration of motive power upon some of the important 
railroad lines of the country as the outgrowth of the prevailing strike. 
This growing menace to maintained transportation has been called to 
my attention unofficially in various ways. Under all the circumstances 
I know of nothing to be done except to insist ypon the full enforce- 
ment of the law. It is a very natural thing under circumstances 
which exist at the present moment to waive the exactions in behalf 
of safety in seeking to maintain transportation, In my judgment it 
is better to have the service diminished rather than. attempt ‘the 
movement of trains on which safety is not assured .so far as: compli- 
ance with the law may provide it. I trust that your inspection forces 
will exert themselves to the utmost in order’to be able to pass 
upon safe equipment, because the official sanctioh of the government 
will remove all questions of dispute. : 


Very truly. yours, 
WARREN G. HARDING. 


DAUGHERTY CONSIDERS STRIKE 


The Trafic World Washington Bureau 


Attorney-General Daugherty, who, in April, began talking 
about proceeding against coal mine strikers under the conspiracy 
statutes, has not yet been able to find the evidence’ he’ thinks 
needed to warrant him going into court. Bi-weekly inquiries by 
newspaper men have thus far failed to bring forth, anything 
more definite than was said in April. ‘ 

The Attorney-General, however, is contemplating the estab- 
lishment, with an office at Los Angeles, of what, in effect, will 
be a subordinate Department of Justice, in charge of a special 
assistant to the Attorney-General. An intimation to that effect 
was made public August 15 in connection with a review of con- 
ditions in California, Arizona and Nevada. On that day the 
conditions were reported as fairly good because all the trains 
parked in the desert by the strikers, who chose that part of the 
country for the exercise of the right to quit, had been removed 
from the inferno in which the strikers left passengers, and one 
overland train, manned by officials, had .been taken over the 
desert divisions, under guard of deputy marshals. 

Conditions in Kentucky were admitted to be bad because 
of the strike of the train operatives at Corbin and the impound- 
ing of about 7,000 carload of coal and the enforced closing of 
mines that, if cars could be furnished, would send out 50,000 
tons a day. But there were no definite declarations that anyone 
had been instructed to investigate the coincidence of the train 
Operatives deciding to walk out where their quitting of their 
posts would do the most damage. It was admitted that there 
probably was considerable conversation before the train oper- 
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atives at Corbin came to the conclusions conditions at Corbin 
were such as made it impossible for them to work any longer. 

“In connection with the review of conditions in California 
it was admitted that the Department of Justice was in possession 
of facts tending to show that the I. W. W. leaders were willing 
to take over, not only the strike of the railroad operatives, but 
the functions of the government as well. However, the facts 
about I. W. W. and “red” activities were not regarded as strong 
enough to warrant any announcement that the government was 
about to “go get” anybody. 

Another admission was that the government had been loath 
to begin proceedings of the kind that would be possible under 
the anti-conspiracy statutes, such as the case with which former 
Attorney-General Palmer broke up the strike of the miners, but 
it was added that “proceedings cannot be held back much longer.” 
Another fact that may help anyone trying to estimate how much 
more time would elapse before any “drastic” step might be 
taken, is that the instructions to the district attorney to inves- 
tigate the marooning of trains in the desert were supposed to 
be followed by all district attorneys. 

Attorney-General Daugherty, August 17, said the refusal of 
the train crews on the Chicago & Eastern Illinois to move trains 
of coal dug by non-union miners, reported from Cypress and, 
Murphysboro, Ill., involved a violation of the law and that he 
was giving personal attention to the cases created by the re- 
fusal of the crews. He did not indicate just what law he had 
in mind, but the action, according to other officials, constituted 
a stoppage of commerce between the states, probably a violation 
of the principle involved in the Danbury Hatters and the Coro- 
nado coal cases. 

That was the first time Daugherty had gone so far as to indi- 
cate that, in his opinion the strikers, either rail or coal, had 
done anything on which he could put his finger and say it con- 
stituted a violation of the law. Refusal to haul coal because 
it had been mined by non-union men, it was pointed out, might 
be taken as being the same as a secondary boycott, that is ac- 
tion taken by some one not a party to the dispute about wages 
for miners, to enforce the demands of the miners. The Danbury 
hatters, to enforce their demands, induced the declaration of sec- 
ondary boycotts and for that the Supreme Court of the United 


States said they were personally responsible in damages to those 
who had been hurt by that action. 


SPREAD OF STRIKE WAVE 


The fruit growers and shippers of California faced a serious 
situation at the beginning of this week as a result of the tie-up 
of the far western lines of the Atchison, Topeka & Santa Fe 
Railroad and later strike movements by employes of other west- 
ern roads. 

These movements included the strike of brakemen, firemen 
and enginemen in district No. 4 of the Albuquerque and Arizona 
division of the Santa Fe; the refusal of firemen to man certain 
trains on the Southern Pacific and Union Pacific roads; a meet- 
ing of the “Big Four” brotherhoods on, the Santa Fe and South- 
ern Pacific centering in Fresno, Cal., called for August 13, to 
determine whether or not they would quit: work; and a meeting 
of all members of the four brotherhoods employed on the Texas 
lines of the Missouri, Kansas & Texas Railroad, scheduled for 
August 14;:where action in regard to a strike was to be taken. 
It was understood that the brotherhood members on other Texas 
lines would :walk out immediately if the M., K. & T. mén went 
out. 

An embargo on live stock or other shipments of ‘perishable 
freight to or through the “Ogden, gateway” was announced 
by the Southern Pacific lines. The southern route of the South- 
ern Pacific was not affected by this embargo, however. It was 
reported that banks of Fresno, Cal., were declining to advance 
money on bills of lading on the Atchison, Topeka & Santa Fe, 
because that road had declared a fruit embargo. 

A meeting of farmers, bankers and fruit shippers was set 
for Fresno August 14, to discuss plans for saving 25,000 
cars of fresh fruit, threatened by reduced transportation facili- 
ties. Large shippers said that the walkout, even though it 
lasted but a week, would mean that the green fruit harvest 
would be practically a complete loss, with a money loss of 
possibly $50,000,000 to California growers and shippers. 

The walkout movement, which started on the E., J. & E. 
belt line on August 8, spread rapidly. On August 11, in addition 
to the E., J. & E. and Santa Fe, numerous other roads were 
partially tied up by the refusal of brotherhood men to work. A 
walkout at Ogden,. Utah, forced the abandonment of transcon- 
tinental trains on the Southern Pacific, Oregon Short Line and 
Union Pacific, and similar actions affected the Illinois Central at 
Memphis, the Louisville & Nashville at Evansville, Ind., and 
Madisonville, Ky.; the Denver & Rio Grande Western at Ogden, 
Utah, and the Wabash at Moberly, Mo. 

The refusals to work were based on the presence of armed 
guards on railroad property and trains and on the statement that 
equipment had become so defective that trains could not be 
operated without great danger to employees and passengers. 

Cancellation of a great number of trains was forced by 
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the shortage of coal and walkouts of employees. The Missouri 
Pacific announced that two through trains and forty-eight locals 
would be discontinued August 13. These trains operate in Mis- 
souri, Kansas, Nebraska, Arkansas and Louisiana. Executives 
of the road said that only an eight day coal supply was available. 

A. G. Wells, vice-president of the Atchison, Topeka & Santa 
Fe railroad, denounced the action of the Big Four brotherhood 
members in abandoning through passenger trains at California 
and Arizona points on that line as a deliberate conspiracy, a vio- 
lation of their solemn agreements and an inhuman act. He said 
August 13: 


None of the reasons given for these lawless acts is valid. The 
Santa Fe has asked no man to take out unsafe equipment. 

It has no unsafe equipment and has been and is literally meeting 
all requirements of the safety appliance act. Inspectors of the bureau 
of safety, interstate commerce commission, have made many ex- 
aminations recently of the Santa Fe power and given the company 
a clean bill of health. 

For justification of their lawless and inhuman conduct at Needles 
and other desert places the men are driven to refer to some bomb 


throwing a few days ago at San Bernardino, 250 miles away from 
Needles. 


This sympathetic strike on the Santa Fe is not only a conspiracy 
but it is also without the least substantial justification, actual con- 
ditions considered. I am advised no responsible officer of the Big Four 


brotherhoods has been on the ground at Needles to learn true con- 
ditions. 


The people marooned at Needles, including those whose destina- 
tions were to eastern points, have been started back toward Los 


Angeles on a train manned by officials, which left Needles at 8:40 
this morning. 


A hopeful note in the strike situation was an order given 
August 12 by W. G. Lee, president of the Brotherhood of Railway 
Trainmen, that all members of that brotherhood should return 
to work until authorized strike orders were given. Mr. Lee an- 
nounced that the walkouts were unauthorized inasmuch as the 
regular procedure for settling disputes had not been carried out. 
“We are in full sympathy with the shopmen’s strike,’ Mr. Lee 
said, “but I will not pass authority to strike on to individual 
members or local committees in any case. I am insisting that 
all walkouts be conducted in an orderly manner and not piece- 
meal and that the constitution and general rules of our organiza- 
tion be obeyed. This trouble must be settled as all similar trou- 
bles have been settled.” 

The following order was sent to all general committees that 
had forwarded complaints to the national headquarters. 


If employment on your line is unbearable on account of conditions 
due to shopmen’s strike, your general committee should be convened, 
and if a majority of such committee votes in favor of a strike, author- 
ity of the undersigned, as provided for in general rule nine of the 
constitution and general rules of the brotherhood, will be given. 


The constitution and general rules of all the brotherhoods—engi- 
neers, firemen, conductors, trainmen, and switchmen—relative to 
authorized strikes of such organizations are, in substance, identical, 
with the exception that the rules of the Brotherhood of Railroad 
Trainmen provide that on any system where a grievance exists it 
must be handled by the lodge and local committee with the local offi- 
cials of the company at the point where such grievance originated. 

If satisfactory settlement is not effected such grievance is referred 
to the general committee for the railroad, who will take the matter 
up at once with the general manager, and if a satisfactory settlement 
is not effected such general committee, by a majority vote, can 
request permission of the president of the grand lodge to peacefully 
withdraw the membership of the organization from further service on 
the railroads where the grievance exists. 


Hope of ending the tie-up at Joliet, Ill., on the Elgin, Joliet 
& Eastern, by compromise as to the disposal of state troops, 
faded when brotherhood members refused the proposal made 


by the railroad management and the authorities in charge of 
the troops. 


The officials offered to remove the troops from the main 
gate of the E. J. & E. yard, but the strikers demanded that 
the troops be entirely withdrawn from the zone of railway 
activities. 

Maintenance of way employes on the Pennsylvania and Erie 
railroads charged their employes with bad faith in failing to 
observe an agreement made July 4 for the purpose of averting 
a strike and asked permission of their national president to 
call a strike immediately. They wished to quit work and to 
call out 2,000 maintenance of way employes on the two lines. 

A meeting of the New York district council of the union 
was held unannounced on August 13 and a resolution was 
adopted for transmission to E. F. Grable, the brotherhood presi- 
dent. The total number of maintenance of way men under the 
jurisdiction of the New York council is approximately 75,000. 

In reply to the charge, F. D. Underwood, president of the 
Erie Railroad, said that his officials had never refused to confer 
with their employes, either before or aftér they left work, and 
that that remained the attitude of the company. They do not 
desire to confer with union officials not employéd on the road. 
Mr. Underwood was confident that the maintenatice of way men 
employed by the Erie would not go on strike. 

On August 12 and 13, the sympathetic walkouts of Big Four 
brotherhood employes continued and the movement spread to 
several roads previously unaffected. Threatened walkouts on 
additional lines were averted by the disarming or removal of 
guards from railroad property. On August 12 the following 
walkouts occurred: Big Four brotherhood workers on the Chi- 
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cago & Northwestern at Council Bluffs, Iowa, walked out in 
protest against armed guards and because, they said, the en- 
gines were unsafe. Firemen said that they were through and 
turned in their engines. Northwestern and Unicn Pacific offi- 
pn cl Council Bluffs announced that all guards would be dis- 
armed. 

Seventy-five switchmen, hostlers’ helpers and other employes 
on the Southern Railway at Meridian, Miss., quit work because 
of alleged reckless handling of firearms by guards. 

Forty engineers, firemen and switchmen employed by the 
Pere Marquette Railroad at Iron River, Mich., left work, declar- 
ing the locomotives in use unfit for service. This action forced 
the suspension of ore shipments, amounting to about 125 ears 
daily. 

These walkouts were followed by others on August 13, in- 
cluding the following: 

Missouri Pacific firemen working between Pueblo and Horace, 
Kan., struck because of equipment which they believed to be in 
unsafe condition. All traffic on this division was tied up. 

The Western Pacific line between San Francisco and Salt 
Lake City was tied up completely by a walkout of brotherhood 
employes. 

The Santa Fe was further affected by a strike of Big Four 
men at Winslow, Ariz., and Albuquerque, N. M. The Santa 
Fe lines west of Ash Fork, Ariz., and south of Bakersfield, Cal., 
were completely tied up at the present time. 

There were further disturbances on the Union Pacific lines 
at Caliente and Las Vegas, Nev., and San Bernadino, Cal. 

After being away from their posts for more than twenty- 
four hours and causing a complete tieup of all outbound trans- 
portation, trainmen on the St. Louis-San Francisco Railroad at 
Birmingham, Ala., returned to work and train service was re- 
sumed immediately. 

At a meeting of Santa Fe and Southern Pacific employes 
centering in Fresno, Cal., on August 13, strike action was de- 


ferred on the agreement of the roads to remove armed guards 
from their properties. 


Santa Fe Sends Ultimatum 


On August 14, A. G. Wells, vice-president of the Atchison, 
Topeka & Santa Fe, sent an ultimatum to the Big Four brother- 
hood chiefs demanding an explicit answer as to whether or not 
they would immediately order their members to return to their 
duties on the road, and stating that if this were not done the 
company might be forced to accept the only alternative and 
employ men to take their places. 

This ultimatum, which was a result of the action of Big 
Four employes in deserting their trains at points in Arizona 
and California, referred specifically to a notice from the Big 
Four brotherhood which was handed to the superintendent of 
the Santa Fe at Winslow, Ariz., August 13. 


This notice stated that, effective August 13, 8 p. m., owing 
to the general unsafe conditions of equipment and improper 
brake inspection of trains, sufficient individual complaints of 
which had been filed and copies forwarded to the general chair- 
man, the brotherhoods deemed it necessary to withdraw their 
services from the Santa Fe Railroad at that point until equip- 
ment was placed in a safe condition and competent men placed 
on the inspection of trains, both of which must be satisfactory 
to the general grievance committee of the coast lines division of 
the four brotherhoods. A further stipulation was that all men 
should return to work with full seniority rights. 


Mr. Welis pointed out that no reference was made to the 
employment of guards, which was the chief complaint in previous 
desertions, but that a new element—that of the incompetence 
of inspectors—was introduced. He said there was no ground 
for this complaint. He called attention to the language of the 
notice, which stipulated that certain conditions must be met 
in a manner satisfactory to the general grievance committee of 
the Big Four. Mr. Wells held that this warranted the deduc- 
tion that the committee at Winslow was acting under the di- 
rection of the general chairmen and that this constituted an 
unwarranted and sympathetic strike, approved by the four 
brotherhoods in violation of their agreements with the Santa 
Fe railroad. 

Mr. Wells, consequently, asked the chairmen to declare 
whether they would immediately order and require compliance 
with the order that the members of the brotherhoods return 
to work. He stated that he desired an explicit answer from the 
chairmen on the same day. 

W. G. Lee, president of the Brotherhood of Railway Train- 
men, said in reference to the ultimatum delivered by Mr. Wells: 

“T have wired all our lodges on the Santa Fe coast line to 
the effect that if the men do not comply with the brotherhood’s 
laws and return to work and carry out the terms of their agree- 
ment it would be justifiable reason for the company to cancel 
the schedule now in effect with the brotherhood. 

“I have two vice-presidents now traveling on the coast line 
and will start a third from Oklahoma to Salt Lake City to cover 
the Union Pacific with instructions to enforce our constitution 
and working agreement with the company.” 

Late developments in the strike situation of the Santa Fe 
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included the threatened abandonment of pumping stations along 
the line; the request of about seventy-five employes at Raton, 
N. M., for permission from their general headquarters to go on 
strike and the ordering out of thirty-five conductors at Prescott, 
Ariz. 

Las Vegas, Nev., on August 14, was in a state of siege. 
The town had been without train service for two days and food 
supplies were getting short. Strikers held possession and rail- 
road employes, guards, and their wives and children were virtual 
prisoners in a stockade picketed by brotherhood members. State 
police were expected at any moment, but it was feared that an 
outbreak might occur before they arrived. 

Governor Boyle, of Nevada, had been at Las Vegas for sev- 
eral days attempting to hold the men in check. He believed 
that a clash between workers might lead to an uncontrollable 
situation, possibly a repetition of the Herrin massacre. The 
isolation of Las Vegas, which is 300 miles from the nearest city, 
with all transportation facilities cut off, made this a more posi- 
tive danger. 

Seventeen Union Pacific strikers were arrested August 14, 
after a clash between brotherhood members and the employes 
and guards which developed into a shooting affray. No formal 
charges had been made against them, but they were being held 
while the officials continued their investigation.. Governor Boyle 
led the officers in making the arrests. 

The meeting of Big Four employes on the Missouri, Kan- 
sas & Texas, Lines in Texas, August 14, resulted in the accept- 
ance of the offer that guards would be removed in case the men 
decided to remain at work. 

In reply to the ultimatum to the Big Four brotherhoods 
issued by A. G. Wells, vice-president of the Atchison, Topeka & 
Santa Fe Railroad, August 14, W. S. Stone, president of. the 
Brotherhood of Locomotive Engineers, stated that he had in- 
structed all divisions and chairmen of his brotherhood on the 
Santa Fe lines that they would be expected to perform their 
regular duties and man engines that they would have taken out 
under normal conditions. 

Mr. Stone further stated that he had instructed the engi- 
neers that there was no legal strike of the transportation 
brotherhoods, and that unless they returned to their places 
their positions would be filled. Grand Officer Montgomery, who 
had been sent to investigate the situation, did not succeed in 
reaching either Las Vegas or Needles, and Mr. Stone said that 
he would send another officer to cover that territory. 

A reply in the same vein was received from W. G. Lee, 
president of the Brotherhood of Railway Trainmen. Mr. Lee 
said that he had instructed local officers to require the mem- 
bership to perform usual and regular duties until authorized to 
quit according to the constitution, and that failure to comply 
with this order would result in justifiable cancellation of the 
working agreement between them and the company. Officers 
of the brotherhood were sent to the coast to enforce this ruling. 

L. E. Sheppard, president of the Order of Railway Con- 
ductors, also replied that he had directed his membership to 
remain at work until a legal strike was authorized, and that 
a full investigation of the situation would be made. 


The reply of D. B. Robertson, president of the Brotherhood 
of Firemen and Enginemen, was in equivocal terms. He said 
an illegal strike would not be permitted, but that he could not 
order the members of the brotherhood to continue their work 
when their lives were endangered by guards and bad condition 
of equipment. 

Developments in the situation August 15 were the partial 
clearing up of the Santa Fe difficulties; a settlement of the 
strike of the train crews on the Southern Pacific at Rosedale, 
Cal.; the lifting of the embargo of the Southern Pacific on per- 
ishable freight and live stock; the returning to work of firemen 
and hostlers on the Union Pacific between Pueblo and Horace, 
Kan., after the railroad officials had removed armed guards and 
the failure of efforts to end the tie-up on the Union Pacific be- 
tween Los Angeles and Salt Lake City. 


The returning to work of striking train crews, the resulting 
Clearing up of the clogged transportation situation on western 


lines, and continued violent outbreaks were the high lights in 
the railroad strike August 16. 


Tie-ups on the Santa Fe, Southern Pacific, Western Pacific 
aid Union Pacific were untangled when the striking train crews, 
obeying commands of their brotherhood chiefs, returned to work. 
The Southern Pacific announced that it was in position to handle 
all traffic, and fruit shipments began to move east soon after 
the @mbargo on perishable goods was lifted. 

The Western Pacific announced that it would reopen to traf- 
fie immediately, after a conference between railway officials and 
labor leaders in which an agreement was reached. The stranded 
Santa Fe trains at Albuquerque and Prescott were started west 
after strikers at Prescott had returned to work. 

Train service employes of the Missouri Pacific at Van Buren, 
Ark., refused to return to work until guards were removed from 
the yards there. As a result, that division of the Missouri Pacific 
Was still tied up. 


Tentative agreements for the ending of the strike on the 
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Cumberland Valley division of the Louisville & Nashville had 
been completed, it was reported. 


Violence on the part of the strikers, which had been aban- 
doned for several days, was resumed August 15. Reports of 


shooting, arson and bombings were received from various parts 
of the country. 


Disorders occurred at Clinton and Joliet, Ill., the night of 
August 15. The mob violence at Clinton became so serious that 
the commander of state troops stationed there recommended the 
declaring of martial law. At Joliet several shots were fired at 
the national guard troops stationed at the E., J.'& E. yards. 
It was believed that this incident would serve to keep the troops 
at Joliet until trouble had entirely subsided. These were fol- 
lowed on August 16 by numerous other outbreaks at Cedar Rap- 
ids, Ia., Superior and Janesville, Wis., Albany and Birmingham, 
Ala., Evansville, Ind., and Scranton, Pa. 


VOTE OF RAILWAY EXECUTIVES 


The roads that voted for the majority resolution adopted 
by the Association of Railway Executives at their meeting in 
New York, August 11, were as follows: 


Ann Arbor 
Manistique & Lake Superior 
Atchison, Topeka & Santa Fe 
Grand Canyon 
Gulf, Colorado & Santa Fe 
Panhandle & Santa Fe 
Baltimore & Ohio 
B. & O. Chicago Terminal 
Sandy Valley & Elkhorn 
Staten Island Rapid Transit 
Buffalo, Rochester & Pittsburgh 
Central of Georgia 
Wadley Southern 
Sylvania Central 
Chesapeake & Ohio Lines 
Chicago & Northwestern 
Pierre & Fort Pierre Bridge 
Pierre, Rapid City & Northwest 
Wyoming & Northwestern 
Missouri Valley & Blair Ry. & Bridge 
Chicago, Burlington & Quincy 
Quincy, Omaha & Kansas City 
Colorado & Southern 
Wichita Valley 
Fort Worth & Denver City 
Chicago & Western Indiana 
Chicago Great Western 
Chicago, Indianapolis & Louisville 
Chicago, Milwaukee & St. Paul 
Bellingham & Northern 
Gallatin Valley 
Milwaukee Terminal 
Puget Sound & Willipa Harbor 
Tacoma Eastern 
Seattle, Port Angeles & Western 
Chicago, Terre Haute & Southwestern 
Chicago, Rock Island & Pacific 
Chicago, Rock Island & Gulf 
Chicago, St. Paul, Minneapolis & Omaha 
Cumberland & Pennsylvania 
Duluth, South Shore & Atlantic 
Mineral Range 
El Paso & Southwestern 
Morenci Southern 
Erie 
Bath & Hammondsport 
Chicago & Erie 
New Jersey & New York 
New York, Susquehanna & Western 
Wilkesbarre & Eastern 


Grand Trunk System—Lines in U. S. 
Atlantic & St. Lawrence 
Champlain & St. Lawrence 
Chicago, Detroit & Canadian Grand Trunk Jct. 
Cincinnati, Saginaw & Mackinaw 
Detroit, Grand Haven & Milwaukee 
Grand Trunk Western 
Lewiston & Auburn 
Michigan Air Line 
Pontiac, Oxford & Northern 
St. Clair Tunnel 
Toledo, Saginaw & Muskegon 
United States & Canada 

Great Northern 
Duluth Terminal 
Duluth & Superior Bridge Co. 
Minneapolis Western 
Watertown & Sioux Falls 
Farmers Grain & Shipping Co. 

Hocking Valley 

Illinois Central 
Chicago, Memphis & Gulf 
Dunleith & Dubuque Bridge 
Yazoo & Mississippi Valley 

Lake Erie & Western 

Lehigh & New England 

Minneapolis & St. Louis 

Minneapolis, St. Paul & S. S. Marie 

New Orleans Great Northern 

New York Central Lines 
Chicago, Kalamazoo & Saginaw 
Cincinnati Northern 
Cc. C. C. & St. Louis 
Muncie Belt 
Indiana Harbor Belt 
Kanawha & Michigan 
Kanawha & West Virginia 
Kankakee & Seneca 
Michigan Central 
New York Central—Inc. Boston & Albany 
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a vote of 192 to 77. 
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Pittsburgh & Lake Erie 
Toledo & Ohio Central 
Zanesville & Western 
New York, Chicago & St. Louis 
New York, Ontario & Western 
Norfolk & Western 
Virginia-Carolina 
New River, Holston & Western 
Williamson & Pond Creek 
Tug River & Kentucky 
Norfolk Southern 
Kinston-Carolina 
Carolina 
Northern Pacific 
Gilmore & Pittsburg 
Minnesota & International inc. 
Big Fork & International Falls 
Northwestern Pacific 
Philadelphia & Reading 7 
Atlantic City 
Catasuqua & Fogelsville 
Chester & Delaware River 
Gettysburg & Harrisburg 
Middletown & Hummelstown 
Northeast Pennsylvania 
Perkiomen 
Philadelphia & Chester Valley 
Philadelphia, Newton & New York 
Pickering Valley 
Port Reading 
Reading & Columbia 
Ruport & Bloomsburg 
Stony Creek 
Tamaqua, Hazleton & Northern 
Williams Valley 
Philadelphia Grain Elevator 
Delaware River Ferry Co. of N. J. 
Rutland 
St.Louis-San Francisco 
Brownwood & North & South 
Fort Worth & Rio Grande 
Kansas City. Clinton & Springfield 
Paris & Great Northern 
Quanah, Acme & Pacific 
St. Louis-San Francisco & Texas 
San Antonio & Arkansas Pass 
Seaboard Air Line 
Chesterfield & Lancaster 
Southern Pacific Company 
Galveston, Harrisburg & San Antonio 
Houston & Shreveport 
Houston & Texas Central 
Houston East & West Texas 
Iberia & Vermilion 
Lake Charles & Northern 
Louisiana Western 
Morgan’s Louisiana & Texas 
Texas & New Orleans 
Southern Pacific Lines in Texas & Louisiana 
(Ine. in Southern Pacific) 
Southern Pacific Railroad of Mexico 
(Inc. in Southern Pacific) 
Ulster & Delaware 
Union Pacific 
Los Angeles & Salt Lake 
St. Joseph & Grand Island 
Oregon Short Line 
Oregon-Washington R. Rh. & Navigation Co. 
Virginian 
Western Pacific 
Wheeling & Lake Erie 
Trinity & Brazos Valley 


The minority report, offered as a substitute, was rejected by 
The roads voting for it were as follows: 


Atlanta & West Point 
Western Railway of Alabama 
Atlantic Coast Line 
Washington & Vendemere 
Charleston & Western Carolina 
Boston & Maine 
Central R. R. Co. of New Jersey 
Chicago & Eastern Illinois 
Chicago & Western Indiana 
Chicago Great Western 
Cincinnati, Indianapolis & Western 
Delaware & Hudson Company 
Greenwich & Johnsonville 
Schoharie Valley 
Cooperstown & Charlotte Valley 
Lake George Steamboat Company 
Champlain Transportation Company 
Delaware, Lackawanna & Western 
Lackawanna & Montrose 
Sussex Railroad 
Denver & Salt Lake 
Florida East Coast 
Gulf Coast Lines 
New Orleans, Texas & Mexico 
St. Louis, Brownsville & Mexico 
Beaumont, Sour Lake & Western 
Orange & Northwestern 
Gulf, Mobile & Northern 
Kansas City Southern 
Lehigh Valley 
Long Island 
Louisville & Nashville 
Midland Valley 
Missouri, Kansas & Texas 
M. K. & T. of Texas 
Wichita Falls & Northwestern 
Missouri Pacific 
Arkansas Central 
Natchez Southern 
Coal Belt Electric 
Union Railway 
Natchez & La. Ry. & Transnortation . 
Nashville, Chattanooga & St. Louis 
New York, New Haven & Hartford 4g _A i 
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Pennsylvania System 
Baltimore & Sparrows Point 
Baltimore, Chesapeake & Atlantic 
Barnegat 
Cape Charles 
Cincinnati, Lebanon & Northern 
Connecting Terminal 
Cumberland Valley 
Grand Rapids & Indiana 
Manufacturers Railway 
Maryland, Delaware & Virginia 
New York, Philadelphia & Norfolk 
Ohio River & Western 
Pennsylvania Company 
Pennsylvania Railroad 
Pennsylvania Terminal 
Philadelphia & Beach Haven 
Pittsburgh, Cincinnati, Chicago & St 
Rosslyn Connecting 
Union Railroad Co. of Baltimore 
Waynesburg & Washington 
West Jersey & Seashore 
Wheeling Terminal 
Pere Marquette 
Richmond, Fredericksburg & Potomac 
Texas & Pacific 
Dennison & Pacific Suburban 
Weatherford, Mineral Wells & N. W. 
Wabash. 


. Louis 


SOUTHERN WILL MOVE TRAINS 

Fairfax Harrison, president of the Southern, announced this 
week that from now on the Southern would employ all means— 
force, if necessary—to keep its trains in operation, after point. 
ing out that the Southern had done everything it could to make 
it possible for its striking employes to return to work without 
losing any of their rights, without result. 

“We must now turn to employing others,” said he, “for the 
road must be run; we must give those we employ protection, 
for it may be that those we have to this time protected by keep- 
ing their jobs open, may now turn against us, even to an attempt 
to prevent others from working.” 

After appealing to employes, patrons and citizens along the 
Southern lines to rally to the support of the road, Mr. Harrison 


said: “If it means war to run the Southern Railway, then let 
us have it now—not later.” . 





MEN GET PAY FOR FARMED OUT WORK 


A dispute between the Chicago Great Western and the freight 
handlers employed by that road was settled by a decision of the 
Labor Board August 16. The clerks held that the Great Western 
had farmed out freight handing work at Oelwein, Ia., in violation 
of a Labor Board decision, and asked that their pay be made 
retroactive to cover this period and that they be awarded back 
pay for this work. The Labor Board held that the pay should 


be retroactive and awarded the clerks back pay to cover the 
period. 


COMPENSATION OF EMPLOYES 
Toal compensation of 1,628,228 employes of Class 1 roads in 
May. amounted to $216,672,028 as compared with 1,578,133 em- 
ployes ‘with compensation of $203,413,071 in April, according to 
the Commission’s wage statistics for May, 1922. In the report 
the Commission said: i 


The number of employes reported by Class 1 railroads for the 
month of May, 1922, shows an increase of 50,095, or 3.2 per cent. as 
compared with the number reported for the preceding month. _ This 
increase in employment appears largely in the maintenance of way 
group. 

In April issue of these statistics the decline in the total compensa- 
tion from the preceding month was attributed to a decrease in the 
number of higher paid employes. Further analysis indicates that 
although it is true that the number of men and hours in the mainte- 
nance of way group increased. as against a decrease in the number of 
men and hours reported for the higher paid equipment and transpol- 
tation groups, the net effect of this, combined with other changes, was 
to leave the average earnings per hour for straight time practically 
the same, and the decrease in total compensation is to be attributed to 
the decline in the total hours worked in April, which had 30 days 
with 5 Sundays, as compared with March with 31 days and 4 Sundays. 

Compared with those for April, 1922, the returns for May, 1922, 
— the following increases or decreases (D) by groups of em- 
ployes: 

Executives, officials and staff assistants 
Protessional, Clerical ANG SGNGTAl.....66.icccccscocccccccveecee 
Maintenance Of Way GN SUTUCCURES. ..6occccsccesvcccseicde see 
Maintenance of equipment and storeS..............66. 

Transportation (other than train, engine and yard) F 
Transportation (yardmasters, switch tenders and hostlers).. D309 





Transportation (train and engine service).........0+eeeeeeee 833 
Naot Haerdens: 6260. eee ai eee. 50,095 


MILEAGE BOOK BILL 


President Harding received this week from Congress the bill 
directing the Commission to require the railroads _to issué 
mileage books or scrip coupons at just and reasonable rates. 
The bill was passed by the House just before it recessed in July 
and then approved by the Senate after the House had adjourned. 
This resulted in the bill being held up until August 15, whet 
ihe House resumed sessions, because the speaker of the Hous 
could not sign it until that time. There was no doubt but that 
the President would sign the bill. The Commission probably 
will institute an investigation under the new act in the near 
future. 
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August 19, 1922 


HARDING ADDRESSES CONGRESS 


The Trafic World Washington Bureau 


Addressing Congress shortly after noon August 18, Presi- 
dent Harding asked for the creation of a temporary national 
coal agency, with the needed capital, to buy and distribute coal 
that is carried in interstate commerce and the creation of a 
commission to investigate the whole industry and legislation 
for temporary control of distribution and prices. He also asked 
for legislation enabling the national government to punish those 
guilty of such crimes as that committed at Herrin, Ill., in 
which aliens were killed but where state officials did nothing. 

Taking up the railroad strike as having caused the coal 
situation to become more acute, he said the law creating the 
Railroad Labor Board was inadequate. 

“The decisions of the board must be made enforceable and 
effective against carriers and employes alike,” said he, “but 
the law is new and no perfection of it by Congress at this mo- 
ment could be helpful in the present threatened paralysis of 
transportation.” 

He said one of the hindrances to his attempts at settlement 
of the railroad strike, he found, was the “warfare on unions 
of labor.” He said the government had no sympathy or ap- 
proval for that element of discord in the ranks of industry. 

Speaking of violence by the striking shopmen, he said that 
“in many communities the municipal authorities have winked 
at these violations until liberty is a mockery and the law a 
matter of community contempt. If free men cannot toil accord- 
ing to their own lawful choosing, all our constitutional guaran- 
ties born of democracy are surrendered to mobocracy and the 
freedom of a hundred million is surrendered to the small minor- 
ity which would have no law. 

“There are statutes forbidding conspiracy to hinder inter- 
state commerce. There are laws to assure the highest possible 
safety in railway service. It is my purpose to invoke these 
laws, civil and criminal, against all offenders alike.” 

After summing up the facts and saying that he would not 
ask for legislation on these fundamental things now, he said: 
“Wherefore IT am resolved to use all the power of the govern- 
ment to maintain transportation and sustain the right of men 
to work.” 


LIQUOR ON SHIPPING BOARD VESSELS 


The Trafic World Washington Bureau 


Representatives Gallivan, of Massachusetts, and Brennan, of 
Michigan, introduced identical resolutions August 16 calling on 
the Shipping Board to report to the House where it gets the 
liquor it sells on Shipping Board passenger ships and how much 
it pays for it. 

The representatives suggested to the board a means of sav- 
ing money by inquiring if it would be practical to get liquor from 
the stores held by the prohibition director. The representatives 
alleged that the board was paying much more for its liquor 
stores than would be the case if it obtained its supply from the 
prohibition director. 


The resolutions were regarded as a revival of the attack on 
the Shipping Board which followed Chairman Lasker’s admission 
that liquor was being sold and would continue to be sold on 
Shipping Board vessels. 


SHIP SUBSIDY SITUATION 


The Trafic World Washington Burcau 


With the House having resumed sessions August 15, specu- 
lation was resumed as to the chances for putting through the 
ship subsidy bill before adjournment is taken. Although the 
impression is generally held that Congress will postpone action 
on the bill, if possible, the National Merchant Marine Associa- 
tion believes there is hope for getting the measure through. 


Ina statement relative to the legislative situation as affecting 
the bill, it said: 


With the tariff bill still in the Senate’s hands and with no likeli- 
hood of its being reported out to conference before next month, the 
way is clear for the House to take up the bill to aid the American 
merchant marine. It is evident, however, that there will be resistance 
to this. Both branches of Congress are anxious to adjourn as soon 
as possible, and representatives from many of the agricultural dis- 
tricts where misunderstanding of the bill has led to opposition to it 
are anxious to postpone action on the measure until after election. 
The Senate expects to pass the tariff bill next week, and then to take 
up the bonus legislation. When this is out of the way it is believed 
that the tariff bill will be out of conference, and some Senators state 
that adjournment can be taken about September 15. This, of course, 
does not take the shipping bill into account. On the same basis of 
reasoning, the House can wind up its business at the same time, and 
ho action will have been taken on the shipping legislation. 

All this, however, does not take into account the chief factor in 
the situation. The President, Mr. Harding, has already indicated that. 
if necessary, an extra session of Congress will be called to act upon 
the shipping bill. There would be ample time between ibe middle of 
September and the beginning of the December session to pass the 
Measure. In fact, it could be disposed of before October 1, and still 
eave members of Congress opportunity to conduct their pre-election 
Campaigns. In the event, however, of adjournment without action on 
the bill, the calling of an extra session is looked for. There has never 
been any doubt of the passage of the shipping act, once it is brought 
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to a vote. There is a majority for it in both branches of Congress, 
and the bulk of national sentiment is for the establishment of an 
adequate merchant marine under the American flag, which, it is 
recognized, cannot be accomplished without such aid as that pro- 
posed. Far from being a drain on the national treasury, the subsidy 
plan will produce revenue in excess of outgo. Hundreds of millions of 
dollars which go abroad annually in payments to foreign ship owners 
will be kept in this country, and the income tax return on this amount 
will far outweigh the income tax remissions on freights paid for car- 
riage of goods by American ships. Wide circulation has been given to 
grotesque statements that the bill would cost the government sums 
ranging from $50,000,000 to $150,000,000 a year. The actual cost, as 
has been officially shown repeatedly, will be not over $15,000,000 the 
first year, with a maximum of $30,000,000 when an adequate, well- 
balanced fleet is in full operation, or only a fraction of the false 
figures that have heen circulated. j 

Another false cry that has been raised is the declaration from 
time to time that the middle west is opposed to the shipping bill. 
With the Mississippi Valley Association, representing organizations 
in twenty-eight states, urging the prompt passage of the bill in the 
interests of that section, and with the middle west merchant marine, 
representative of commercial bodies in nearly thirty leading cities, 
pursuing the same policy, and with no business organization through- 
out this territory on record against the bill, it is evident how the 
sentiment of the middle west runs. What opposition there is lies 
chiefly in farm publications, but it is significant that the governors 
of two such great agricultural states as Kansas and Nebraska are 
strong advocates of aid to the American merchant marine. Agri- 
cultural sentiment is by no means one-sidedly against the bill. If, 
therefore, certain elements in Congress seek to sidetrack the legisla- 
tion, it is likely to be found that the reflex at the polls will be the 
reverse of what these men expect. <A _ signficant feature in the 
situation is the continued action by commercial bodies’ and leading 
business men in many communities in calling upon their representa- 
tives in Congress to end the delay that is hampering the development 
of a real American trade fleet and aiding our foreign competitors. 


Senator Borah of Idahe, in a letter to Representative Wood 
of Indiana, has proposed that the ship subsidy bill be submitted 
to a national referendum at the November congressional elec- 
tions. Mr. Borah proposed that every congressional candidate 
state his position on the bill and thus put the issue up to the 
voters. Mr. Wood, who is chairman of the Republican con- 
gressional committee, said the committee was not advocating 


the bill, but that he would canvass the members on the proposi- 
tion. 


DISPOSITION OF VESSELS 


The disposition of the 1648 vessels in possession of the Ship- 
ping Board, July 31, 1922, totaling 10,897,007 d. w. t. has been 
made public by that body. A survey of the various services in 
which the government shipping agency is now operating shows 
the Board’s announcement said, that practically every port in the 
world is reached by vessels flying the United States flag. 


Trades No. Vessels D. W.T. Percent 























U. S. Government 
Pe I 0 a 6 ied ig naan Gwin a eso ote 3 29,836 0.98 
Public Tealth Service 6.0 sicsccecccece 1 8,800 0.29 
PN ia tata re ceisler tare ucuin ila ciw ahwtevaah 4 38,636 1.27 
Northern Europe 
United Kingdom and Ireland......... 68 572,961 18.73 
Bordeaux/Hamburg Range .......... 80 708,504 23.17 
Scandinavian and Baltic............. 18 143,186 4.68 
bk rosacea bhiescae ve sans I ois) Staal wi ores 166 1,424,651 46.58 
Southern Europe 
pen. At. And POrtuBese....... .ecicces 3 23,943 -78 
SpA. BMIGGITETIAMECEN .occcccccceceses 5 39,738 1.30 
Fr. Med., W. C. Italy and Adriatic Sea 11 88,323 2.89 
COG. SG TMC WOOK .c.0:<:0:0 v0:0000:000.0s 15 116,113 3.80 
NE Siickie eae Gas anno h UNE ORs atom 34 268,117 8.77 
B.C satan ssa nenn cen e seers anes 6 55,170 1.80 
IND. 665s « Ge nenias ios FATS S@sMde eee 11 97,589 3.19 
I So ene anna 48 520,796 17.03 
Dutch Hast Indies .......ccecccesescecees 5 44,702 1.46 
OTE is SOR URE Ree pl Mere nee BUA At TRA 70 718,257 23.48 
Africa 
Se NS i i cleus aiewiai etch noentes amb etaetera 3 25,947 85 
West. Canet Of -APIGG. . « «:0:;0:0:0:0:6:0:6:0,0:000.45 6 50,893 1.66 
PRINT 4.5.67 ahaa wicie vole wo d-cieiointecg we wiarerars 9 76,840 2.51 
South America 
EI? Wee S56 > 5-0 lei Sa eens ee eile somes 31 267,359 8.74 
WG I kainic tig'siesenetawegssaeetews 8 49,683 1.62 
EE <5 as aaaiiass bine eine ewes Oauiaers 39 317,042 10.36 
Weat Indies and Caribbean. ........cccecscses 11 45,937 1.50 
EID: Aids odin 6 oes ds eee We uibe cases 19 111,966 3.66 
Domestic 
eS es 4 16,716 -55 
ea re rire ee es 5 40,225 1.32 
HOE scotia Sears oa ere ew aac 9 56,941 1.87 
a Cede “SStal osiccwccesiws 361 3,058,387 100.00 
(a) Does not include: 
Steel Versela tied UD... cccidvcceccsees 913 5,875,388 
Wood VGSSEIS CIGE UD... o:ciciccccescceces 236 869,441 
Vessels chartered to Independent 
eer ee ee er 30 137,565 
IIE sn 6 sais 3s -o0s bon See wasn 90 805,676 
Under Custody of USSB as Mortgagee 3 23,283 
Awaiting orders or reconditioning. . 2 27,004 
Awaiting assignment  ......cleccssesee 10 74,663 
Under Custody of USSB pending dis- 
, Seon ee eee 1 10,550 
Awaiting delivery to purchaser ..... 1 5,610 
Contract Steel Cargo Vessel Unfinished 1 9,400 
oe | a es ee 1648 10,897,007 
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_ Miscellaneous Decisions 

| Traffic Cases Recently Decided by: State and Federal Courts 

) taken from Reporters and Digests of National Reporter 

( System, published by West Publishing Co., St. Paul, Minn. 

) & Copyright by West Publishing Co.) 

. 





REGULATION OF COMMON CARRIERS 
Amount “Charged” Within Statute Prohibiting Overcharges Is 

Rate Charged in Published Schedule: 

(Supreme Court of Ohio.) The words “is charged” in sec- 
tion 8988, General Code of Ohio (69 O. L. 27), were used by the 
legislature in designation of the rate that is charged in the 
railroad company’s published schedule of rates and fares.— 
Beeghly et al. vs. Public Utilities Commission, 135 N. E. Rep. 
641. 

Proof that Charge Made by Railroad Was Greater than Pub- 
lished Rate Sufficient in Action to Recover Overcharge: 

In an action to recover an overcharge under section 8988, 
General Code, it is not necessary as a prerequisite to the right 
of recovery to prove that there ever had been a shipment under 
the lesser rate for the longer distance, but it is sufficient to 
prove that the lesser rate for the longer distance was the pub- 
lished rate of the railroad company.—Ibid. 





¢ t 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
.s * 





Breach of Express Contract by Steamboat Company to Take Up 
and Transport Goods Gives Cause of Action: 

(Court of Appeals of Alabama.) When a steamboat com- 
pany, through its authorized agents, specifically contracted to 
take up, load, and transport certain railroad ties placed at a land- 
ing place, but failed within a reasonable time to do so, the con- 
tract was thereby broken, and it was liable for the damage 
proximately caused, unless the shipper with due notice negli- 
gently failed to minimize the damages, and a complaint alleging 
these facts stated a cause of action—Tennessee River Nav. Co. 
vs. Walls, 92 So. Rep. 202. 

Complaint Not Demurrable for Failure to Name Agent Making 

Contract Sued on: 

In an action against a steamboat company for breach of a 
special contract to transport goods, the complaint alleging the 
making of the contract by the company through its duly author- 
ized agents was not subject to demurrer for failure to name the 
agent.—Ibid. 

Steamboat Company Holding Itself Out as Carrier Held a Com- 
mon Carrier: 

Under Code 1907, sec. 5520, as amended by Acts. Sp. Sess., 
1909 p 31, a company operating a steamboat between certain 
points, and holding itself out as a common carrier of freight and 
passengers, was a common carrier.—Ibid. 

Duty of Steamboat Company to Accept Crossties Tendered for 

Transportation: 

Under Code 1907, sec. 5549, it was the duty of a common 
carrier by steamboat to receive crossties tendered for trans- 
portation at a regular landing place at proper hours and in good 
shipping condition, according to reasonable rules of the common 
law, no rules having been prescribed by the public service com- 
mission.—Ibid. 

Steamboat Carrier Not Required to Increase Equipment in Order 
to Transport: 

The obligation of a carrier by steamboat to receive and trans- 
port does not extend beyond its ability with the equipment and 
facilities at hand, and it is under no duty, in the absence of 
special contract, to increase its equipment in order to transport 
property.—Ibid. 

Steamboat Must Carry for All Employing It in Order in Which 

Application Made: 

A carrier by steamboat, as well as a railroad, must carry 
indifferently for all who may employ it, and in the order in which 
application for carriage is made.—Ibid. 

Steamboat’s Duty as to Freight Tendered at Landings Between 

Termini of Route Stated: 

A steamboat leaving its terminal with a full cargo is not 
required to overload by taking additional freight tendered at 
lower landings, but, upon finding such freight, with notice that 
it will remain there for transportation, it is its duty to take such 
freight in its turn, and not to so place itself with reference to 
subsequent consignments as to render itself unable within a rea- 
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sonable time to accept and transport the freight tendered at such 
lower landings.—Ibid. 
Complaint Held to State Cause of Action for Breach of Implied 

Contract by Steamboat Carrier: 

A Complaint alleging facts constituting a steamboat com. 
pany a common carrier, a tender to it of crossties for shipment, 
notice to it and failure by it to accept and transport, and result. 
ing damage, stated a cause of action for breach of an implied 
contract.—Ibid. 


Cannot Testify from Books and Memoranda Without Independent 

Recollection: 

It was error to permit a witness to testify to the number 
of railroad ties at a steamboat landing where he obtained his 
figures from books and memoranda, and had no independent 
recollection.—Ibid. 


ae 5 Ignoring Contract Shown by Evidence Properly Re. 

used: 

Instructions that, if a steamboat captain only agreed to 
transport railroad ties, or to furnish barges therefor, when he 
could get barges, the verdict should be for the defendant, were 
properly refused as ignoring evidence of a contract made with 
the general manager of the steamboat company.—Ibid. 

No Recovery on Count Alleging Agreement to Take Up and 
Transport When Evidence Showed Shipper Was to Load: 
The affirmative charge requested by defendant should have 

been given as to a count alleging an agreement by a steamboat 

carrier to take up, load, and transport railroad ties where plain- 
tiff himself testified that under the agreement he was to load the 
ties.—Ibid. 

Captain Has Ordinarily No Power to Make General Contracts: 
As a general rule, the captain of a vessel is not the general 

agent of the owner, with power to make general contracts as to 

shipments.—Ibid. 

Instructions Seeking to Limit Agency Held Abstract Where Ques. 
tion Was for Jury: 

Where there was a question for the jury as to the scope of 
the agency of a steamboat captain, charges seeking to limit his 
agency were properly refused as abstract.—Ibid. .. .. . 5 








s 8 
a © e 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
: aken from R: i i 
(ieGyitem, published ty West Publseing Co, Se Poul, Maer 

Copyright by West Publishing Co.) 
Dnwnsesbenedi . 





LOSS OF OR INJURY TO GOODS 
Duty of Carrier to Furnish Cars with Reasonable Diligence: 

(Supreme Court of Wisconsin.) A common carrier is bound 
to furnish suitable and sufficient cars for the use of shippers 
upon reasonable notice when it can do so with reasonable dili- 
gence, and without jeopardizing its other business as such car- 
riers, and the duty is also declared by St. 1921, sec. 1797-10, 
providing that every railroad shall, when within its power so 
to do, and upon reasonable notice, furnish suitable cars to any 
and all persons who may apply therefor, etc.—Riechland Equity 
— Assn. vs. Chicago, M. & St. P. Ry. Co., 188 N. W. Rep. 
Undisputed Evidence of Conditions Making Delivery of Cars 

Impossible Must Be Taken as Verity: 

While ordinarily the question of whether a railroad might 
in the exercise of diligence have furnished cars requested by 4 
shipper is a jury question, where evidence detailing conditions 
which prevented carrier from furnishing requested cars was ul- 
disputed it must be taken as a verity.—Ibid. 

Where Opposite Conclusions May Reasonably Be Drawn from 

Evidence, Question for Jury Presented: 

Where opposite conclusions may reasonably be drawn from 
the evidence by different persons, a question for the jury is pre- 
sented, but not where the evidence is all one way.—Ibid. 
Finding that Carrier Could Have Furnished Shippers Requested 

Cars Without Jeoparding Its Other Business Not Warranted: 

Where, in an action against carrier for failure to furnish 
shipper requested cars, the undisputed evidence was that such 
failure was caused by an unusual demand for cars after a switch- 
men’s strike, resulting in a practical cessation of shipments dur- 
ing the preceding months, held, that a finding that carrier could 
in exercise of reasonable diligence have furnished cars requested 
without jeoparding his other business was not warranted.—Ibid. 
Duty of Carrier to Notify Shipper Within Reasonable Time of 

Inability to Furnish Cars: 

Where a shipper applies to a railroad company for cars to 
be furnished at a time and station named, it is undoubtedly the 
duty of the railroad company to notify the shipper within a rea 
sonable time if it cannot furnish the cars at the time and place 
requested.—Ibid. 

Failure of Carrier to Notify Shipper of Inability to Furnish Cars 

Immaterial Where Damage Caused Therefrom Is Not Shown: 

Where there is no casual relation between the failure of 4 
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carrier to give notice of its inability to furnish requested cars 

io shipper and the damages sustained, it is immaterial whether 

the notice was given by the carrier.—Ibid. 

Carrier Liable for Loss of Baggage, Though Not Accompanied 
by Passenger: 

(Court of Civil Appeals of Texas, Texarkana.) Under Ver- 
non’s Sayles’ Ann. Civ. St. 1914, art. 6618, requiring a carrier 
to carry baggage for the consideration paid when a passenger 
buys a ticket, where a passenger bought a ticket and checked a 
trunk, the carrier was liable for its loss, though the passenger 
did not use the ticket.—Payne, Agent, vs. Boswell et ux., 241 
Ss. W. Rep. 761. 

Carrier Held Not Relieved from Liability for Excess Value of 

Trunk, by Failure to Declare When Checked: 

Where a passenger checked a trunk and offered to declare 
its value as being more than $100, according to the carrier’s 
rules, but, owing to the fact that the proper agent was not pres- 
ent, consented to declare the excess value at the end of the route 
and pay the scheduled rate and offered to pay the excess charge 
before suing for its loss, the carrier was not relieved from lia- 
bility for the excess value, because of plaintiff’s failure to declare 
it when the baggage was checked.—Ibid. 

Overruling Exception to Supplemental Pleading Charging Conver- 
sion Held, if Error, Harmless: 

Where the owner of a trunk, carried as baggage, sued a 
carrier for breach of contract to deliver at its destination, over- 
ruling the carrier’s exception to a supplemental petition, charging 
the carrier with conversion of the trunk and its contents, in 
view of testimony sufficient to support the finding that the carrier 
was guilty of conversion of the trunk and its contents, was, if 
error, harmless.—Ibid. 


CARRIAGE OF LIVE STOCK 

Special Issue Whether Plaintiff’s Mules Were Damages as Alleged 
by Reason of Defendant’s Negligence Held Sufficient: 
(Court of Civil Appeals of Texas, Beaumont.) A special 

issue, whether shipper’s mules were injured and damaged as 

alleged in the petition by reason of the negligence of carrier’s 
agents, servants and employes held correct, as against objections 
of lack of clearness and failure to submit issue of negligence.— 

Davis, Federal Agent, vs. McMillan, 241 S. W. Rep. 723. 

Repetition of Definition of Negligence Not Required: 

Where the court in general charge defined negligence to 
which charge no objection was made, it was not necessary to 
again define it in connection with special issue.—Ibid. 

Where Special Issue Not Sufficiently Full, Complaining Party 
Must Request Issue: 

In shipper’s action against carrier if a special issue whether 
shipment of mules was injured and damaged as alleged in the 
petition by reason of defendant’s negligence was not sufficiently 
full, defendant’s counsel should have requested an issue to meet 
such fault.—Ibid. 

Carrier Bound, Not Only to Make Run in Reasonable Time, But 
to Handle Train with Care: 

It is not the only duty resting on a carrier to see that a run 
between two points is made by ordinary care in a reasonable or 
usual time required for such run, but it is also required to use 
due and proper care in handling the train.—Ibid. 

Evidence Held to Warrant Issue on Reasonable Market Value at 
Destination of Shipment of Mules: 

In a shipper’s action against a carrier for damages to a ship- 
ment of mules, a special issue, submitting the difference in the 
Market value of the mules at the place of destination if properly 
carried and also in the condition when delivered to plaintiff’s 
agent, held proper, there being evidence sufficient upon such 
issue.—Ibid. 

Instructions Properly Refused as Taking from Jury Issue of 
Negligence and Resulting Damage to Mules After Arrival at 
Destination: 

In shipper’s action against carrier, wherein it was alleged, 
and sustained by evidence, that ground of negligence that stock 
pen gates were left open, so that plaintiff’s mules scattered 
around the town and suffered from cold, bleak weather, decreas- 
ing their market value, an instruction that defendant was not 
Tesponsible for the weather, and, though it was cold at time of 
their arrival, it could not be considered in finding damages, was 
Properly refused, as taking from the jury such issues as to neg- 
ligence and damage sustained therefrom.—Ibid. 

Verdict on Conflicting Evidence Not Disturbed: 

Where, in an action against a carrier for damages to a ship- 
ment of mules, the evidence conflicted as to their rough handling 
and damaged condition, the verdict supported by evidence will 
hot be disturbed on appeal.—lIbid. 

Verdict for $900 for Injury to Shipment of Mules Sustained: 


Evidence as to injury to a shipment of mules held to sustain 
4 verdict of $900.—Ibid. 


TELEGRAPHS AND TELEPHONES 


Proof of Delivery of False Telegram Prima Facie Evidence of 
Negligence: 
(Court of Civil Appeals of Texas, Amarillo.) In an action 
ya bank against a telegraph company for money paid out be- 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. THE TRAFFIC 
WORLD, 418 South Market Street, Chicago, Ill. 


POSITION WANTED—As traffic manager or assistant, eight years 
with railroad. Understand claims and rates. Graduate I. C. S. Study- 
ing law at present, employed, but want to better my present condition. 
Address E. R. R. 463, Traffic World, Chicago. 











WANTED—Position as Auditor, short line; age 30; single; twelve 
years’ experience; efficient in passenger, freight, claims, car records, 


I. C. C. reports, taxes and general accounts. Address ‘‘Auditor,’’ care 
Traffic World, Chicago, Ill. 


WANTED—Traffic Manager. Competent, young man with thor- 
ough understanding basic principles of rate structures and familiar 
with western trunk line rates. Permanent position, new company, 
attractive salary and future for right party. All correspondence 


treated confidentially. McDougall Terminal Warehouse Company, 610 
Alworth Bldg., Duluth Minn. 





Two Executives for One Salary 


Traffic Director with proved ability to handle rate and classi- 
fication matters. Particularly successful in handling rate rela- 
tionship adjustments and the expedition of freight movement. 
A Purchasing Agent with both railroad and industrial experi- 
ence. Fifteen years’ executive training. Modest starting sal- 


ary; willing to demonstrate. 


Address TFM, Traffic World, Chicago 


SALARIES 
$3500 to $7500 


The need for trained men is great. You 
can quickly train yourself for this 
splendid profession, and jump to mag- 


EXPORT 
MANAGERS 
WANT E D “raerare now 


In your spare hours, in your own home you can master the principles of export 
and qualify for one of these splendid positions. The training is thorough and 
complete. Send for full information today. Now! AMERICAN COMMERCE 
ASSOCIATION, 4043 Drexel Blvd., Dept. 28-C, Chicago, III. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 






CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, III. 


Sprinkled Warehouses in the heart of the 
Freight Terminal District. 


Merchandise Storage and Distribution Specialists. 


Pook. CARS 


RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 Empire Building, PITTSBURGH, PA. 


Established 1910 Phone 1574 Smithfield. 


SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quiek Despatch 
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cause of a forged message delivered by defendant, proof that & 


defendant delivered the message to plaintiff made a prima facie 

case of negligence calling for evidence from defendant to ex- 

culpate itself.—Western Union Telegraph Co. vs. First State Bank 

& Trust Co., 241 S. W. Rep. 789. 

Evidence Held to Show Forged Telegram Primary Cause of Pay- 
ment of Check: 

In an action by a bank against a telegraph company, for 
money paid out because of a false message delivered by defend- 
ant, evidence held sufficient to show that the delivery of the. 
telegram was the primary cause of payment of a check payment 
on which had been stopped by the maker.—Ibid. 

Failure of Proof of Allegations as to Person Delivering Forged 

Message to Company Not Fatal: 

In an action by a bank against a telegraph company and the 
payee of a check paid on the faith of forged message, where the 
petition alleged that the payee forged and delivered the message 
to the company, failure to prove this allegation was not fatal 
to plaintiff’s recovery against the company.—lIbid. 

Drawer of Check Held Not Necessary Party to Action by Bank 
for Delivering Forged Message Causing Payment: 

In an action by a bank against a telegraph company for 
delivering a forced message, causing the bank to pay a check, 
payment of which had been ordered stopped by the maker, fail- 
ure to require the maker of the check to be made a party was 
not error, where no relief against the maker was asked.—Ibid. 
Evidence of Maker’s Indebtedness to Payee of Check Paid on 

Faith of Forged Message Held Inadmissibile Under Issue: 

In an action by a bank against a telegraph companw for 
delivering a forged message, causing the bank to pay out money 
on a check payment of which had been ordered stopped, evi- 
ant’s evidence that the marker of the check. was indebted to the 
payee on a contract was inadmissible, defendant not having 
pleaded the necessary facts in mitigation of damages, nor asked 
for subrogation to the right of the payee against the maker of 
the check.—Ibid. 

Subrogation Must Be Pleaded: 

If subrogation is invoked, it must be pleaded.—Ibid. 
Evidence that Plaintiff Bank, Paying Check on Faith of Forged 

Message, Charged Amount to Maker’s Account Held Inad- 

missible: 

In an action by a bank against a telegraph company for 
delivering to the bank a forged message, causing it to pay money 
on a check, payment of which had been ordered stopped, evi- 
dence that the bank, after paying the check, charged it to the 
account of the maker, was inadmissible, in absence of evidence 
that this was done with the consent of the maker.—Ibid. 

oo on Service of Summons on Federal Agents Held Not 
oid: 

In an action against a telegraph company for negligence, 
where defendant pleaded in abatement that its business was 
taken under control of the government after the cause of action 
accrued, and after filed an amended answer, which did not men- 
tion the plea, and the case was tried without insisting on pleas, 
the judgment was not void because the service of summons was 
on agents acting for it while under government control.—Ibid. 
Evidence Held Admissible to Show Deception by Forged Tele- 

gram: 

In an action by a bank against a telegraph company for 
sending a forged message, causing the bank to pay a check, pay- 
ment of which had been stopped, admission of testimony by the 
bank’s officer that he paid the check on belief that the maker 
of the check sent the telegram was not error, since it showed 
we the bank acted in good faith and was actually deceived.— 

id. 


a of Contract Showing Interest of Witness in Suit Held 
rror: 

In an action by a bank against a telegraph company for 
sending a false telegram by which the bank was induced to pay 
a check, payment on which had been stopped, in which the 
maker of the check was a witness, exclusion of a contract by 
the maker of the check in reference to payment of the money 
represented by it, which recited that the bank had been threat- 
ening to sue the maker of the check, and providing that if she 
was not sued she would pay the amount of the check if recovery 
could not be had against the telegraph company, was error, 


since it tended to show the interest of the witness in the litiga- 


tion. 
Question of Participation in Sending a Forged Message Held for 

Jury: 

In an action by a bank against a telegraph company and the 
payee of a check paid by the bank on the faith of a forged 
telegram sent after the drawer had stopped payment, evidence 
that the payee sent the forged message held sufficient to go to 
the jury.—Ibid. 





MISSOURI PACIFIC ABANDONMENT 


The Missouri Pacific has applied to the Commission for au- 
thority to abandon 2.20 miles of line, known as the Blackwater 
branch, in Johnson County, Mo. All industries, principally 
quarries, formerly served by this branch track, have been aban- 
doned for many years, the company said. 
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Help for Local Freight Agents 


It has appeared to The Traffic World that it might be of assistence 
to local agents if it would attempt to answer questions that may perplex 
some of them. We have, therefore, employed a local freight agent of 
long PSY aye who will give his attention to such matters. Questions 
should be addressed to the editor of The Traffic World. They should be 
brief and clear. Names of the inquirers will not be used. If there does 
not seem to be sufficient demand for this service it will be discontinued. 
Only questions from suscribers will be considered, of course. 





Q.—Shipment uncompressed cotton offered for shipment un- 


der Southern Classification. It was apparent that quantity 
offered could not be loaded in one car, even 50 ft. Shipper 
wanted two cars furnished, under two for one rule. Was it 


necessary to wait the six days after car ordered before two cars 
could be furnished? 

A.—Cotton, N. O. I. B. N., is not subject to rule 34. South. 
ern Classification names first class rate for any quantity, apply- 
ing both to cotton compressed and not compressed. 





Q.—-I would be pleased if you would give us a write-up on 
the most suitable correspondence filing system for a local freight 
office. 

A.—A correspondence filing system for a local freight office 
depends on the size of the station. If a one-man station, one 
set of files should be sufficient. If station is organized by de. 
partments, it is desirable to have a distinct file for each depart- 
ment or class of correspondence. For example, all correspond- 
ence pertaining to your accounting department or accounts 
should be numbered consecutively and given the prefix “A.” 
File number to be entered on all office records covering the 
particular item under correspondence, such as expense bill, way- 
bill, freight received register, addvance and prepaid forwarded 
register, etc. Claim papers can be given file number prefixed 
with the letter “C” and should be posted against all records as 
outlined above. In addition thereto a register should be main- 
tained, indexed by claim numbers showing date and from whom 
received and date and to whom forwarded. Correspondence 
covering general subjects should be given a distinguishing pre- 
fix and indexed under their various subjects. Space does not 
permit us to go into elaborate details, but if you will apply 
the metthod, as outlined, to all departments, you will have a 
simple and satisfactory system. 





Q.—If perishable freight is inspected or sampled and, due 
to such sampling or inspection, contents and bracing are in bad 
order who should recooper or rebrace the load? 

A.—The owner or his representative should recooper, re- 
stow, restrip and rebrace the load and remove all resulting 
refuse from the car. (Rule 10—A. R. A. Code of Rules for 
Handling Perishable Freight.) 





Q.—One of our connections delivered us an astray shipment 
which did not bear name of consignee, though destination was 
shown. Should it have been accepted? 

A.—Rule 100 of freight claim division A. R. A. provides for 
the acceptance. 

Q.—Should empty carboys in carload lots be equipped with 
stoppers? 

A.—Paragraph 1895 (b) of I. C. C. regulations for the trans- 
portation of explosives and other dangerous articles reads, in 
part: “Empty carboys in less-than-carload lots and in carload 
lots, when presented to carriers, must be equipped with stoppers 
well secured.” Pe * 





Q.—Shipper made inquiry of me, by telegraph, in relation 
to their shipment. Should the reply be sent at carriers’ ex 
pense? 

A.—Such telegrams or telephone messages should not be 
paid for by the carrier unless so provided in its published tariffs. 
See I. C. C. Conference Rulings 302, 327, 351, 363 and 480. 


NICKEL PLATE CONTROL OF L. E. & W. 


The Commission has approved an application of the NeW 
York, Chicago & St. Louis Railroad Company for authority t 
acquire control of the property of the Lake Erie & Wester 
Railroad Company by means of an operating contract. The two 
roads are under common control and have certain common 
officers and directors, the Commission said. 

The contract is to run until December 31, 1926, unless tel 
minated before that date by mutual agreement. ; 

The intention of the agreement, according to the companies, 
is to secure the unified control and management by the Nickel 
Plate of all the lines, property and business now owned 0! 
controlled by both companies. 

The Commission said as the result of the agreement the 
two companies expected to effectuate economies in general - 
ministration and accounting, as well as to reduce operatins 
expenses and improve the service on both properties. 
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Warehouse & Forwarding Co. 


HOUSTON, TEXAS 


Terminal 












View showing relationship of ship, wharf, and 
shipside warehouse. 











Houston as a distributing center for water shipments into 
and out of the State of Texas furnishes unique and effi- 
cient service by means of our shipside warehouse. 





150,000 sq. ft. of storage space. Reinforced concrete 
throughout. Equipped with automatic sprinkler system. 
Floor level 35 ft. above mean low tide. Trackage capacity 
72 cars. 











Electric conveyors handle merchandise to and from ship- 
side at the rate of over 100 tons per hour, no charge 
being made for service other than the ordinary handling 
charges applying in any interior warehouse. 





Lowest insurance rates. Safe from fire and storm. 


Import and export shipments handled free or bonded. 













At our wharf, in addition to special calls of vessels with 
cargo for the warehouse, the following steamships berth 
on regular schedule: 

Southern Steamship Co.......... Philadelphia—Houston 
PUES MO oe sisisenriamdceunnmes Mexican Ports—Houston 


Mississippi-Warrior, Gulf States S.S. Co., New Orleans 
and interior river points to Houston 


Pacific Caribbean and Gulf S.S. Co., Pacific Ports—Houston 
Luckenbach Line ...............- Pacific Ports—Houston 





Berthing space available for any ship handling cargo 
through warehouse 









If you are in any of the territories served by the above 
steamship lines, consider the tremendous advantage of 
storing your commodities at shipside Houston, without 
extra cHarges for distributing. 





Let us handle some shipments for you te demenstrate 
the saving. 


TERMINAL WAREHOUSE & FORWARDING CO. 


HOUSTON, TEXAS 


THE TRAFFIC WORLD 
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HOUSTON 


The Fourth Export Cotton 
Port in the United States 











Kansas City 


Albuquerque 





Mr. Traffic Man, do you represent an industry 
which may place a factory, or plant, in the 
South? 








If so, have you considered the wonderful ad- 
vantage of being placed directly on deep water? 


Did you know that the port of Houston has 50 
miles of deep water frontage? 















Did you know that the public Belt Railroad, as 
already constructed and as contemplated, will 
parallel this water-front on each side of the 
Channel at a distance of from one-third to one- 
half mile back from the waterfront to enable 
plants and industries located at this port to 
have deep water at their front door and public 
Belt Line connection at their rear door, reach- 
ing the 17 railroads entering Houston? 





Can you imagine a more ideal location on the 
Gulf for a manufacturing plant? 











Mr. Traffic Man, if there is any possibility of 
your company directing a plant in the South, 


would it not pay to investigate the port of 
Houston ? 


Address the 


DIRECTOR OF THE PORT 
CITY HALL - - - - HOUSTON, TEXAS 
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Traffic Lesson No. 17. — 


Rates in Eastern Territory—Seventeenth Lesson in the Course Written for the Tra 
Grover G. Huebner, Ph. D., Professor of Transportation and Commerce, 


University of 


In discussing the principles of rate-making, it was noticed how 
freight rates are largely influenced by various competitive forces 
and rate bases. Since the effect of these rate influences is not uni- 
form throughout a country having the vast area of the United 
States, certain rather distinct rate structures have gradually 
developed. It does not follow that the basic principles of rate- 
making are essentially different in different parts of the country, 
but rather that the degree of competition and the traffic con- 
ditions prevailing in the various rate territories are unlike. In 
lessons number 17 to 29 it is proposed to deal with the rate 
structures in each of the three great traffic areas—the Eastern, 
Southern and Western. 

Eastern territory is divided into three smaller rate terri- 
tories, as follows: (1) Central Freight Association territory, 
which lies within the Central West, west of a line drawn roughly 
through Buffalo, Erie, Pittsburgh and Wheeling, east of a line 
extending roughly from Chicago, through Peoria, to the Mis- 
sissippi at East. Burlington, and north of the Ohio River; (2) 
Trunk Line Association territory, which is located in the North 
Atlantic States, east of the region governed by the Central Freight 
Association, north of a line drawn through Roanoke, Lynchburg 
and Petersburg to and including Norfolk, and west of New Eng- 
land; and (3) New England Freight Association territory, which 
includes the New England states. The boundaries of these rate 
territories may be traced in greater detail on map number 2 of 
Lesson No. 5, and in still greater detail on the official map of 
railroad freight classification territories and freight traffic asso- 
ciation territories issued under the direction of the Central 
Freight Association. For purposes of convenience this lesson 
will be confined to a description of the rate structures applicable 
to shipments moving from one point to another within the same 
territory. The adjustment of rates on interterritorial shipments 
will be described in Lessons 18 and 19. 


C. F. A. Class Rate Scales 


Many of the class rates on shipments confined to Central 
Freight Association territory were for many years made in ac- 
cordance with a so-called C. F. A. scale. It was a distance scale 
which, with certain exceptions determined the class rates within 
this territory. In later years, however, it became the source of 
so much dissatisfaction that in 1917 it was displaced by revised 
scales that were approved by the Interstate Commerce Com- 
mission. 

As is usually the case with distance rate scales, the rates 
established in accordance with the old C. F. A. scale did not 
increase mile for mile in exact accordance with the increase in 
the length of haul. The first-class rate for five miles, after 1914, 
for example, was 7.9 cents per 100 lbs.; at 40 miles, it changed 
to 10 cents; at 100 miles to 25.2 cents; and at 450 miles to 47.3 
cents. The rate of increase in the case of class six rates, which 
are representative of the lower class rates, was, likewise, not in 
accordance with the increase in distance. The actual rates grad- 
ually increased with distance, while the rate of increase per 
mile declined, but the rate changes occurred at very irregular 
intervals. The 7.9 cent rate of the Central Freight Association 
class rate scale applied throughout a distance up to 30 miles and 
was the rate for class two traffic as well as for class one. The 
first-class rates then advanced at an irregular rate of progression, 
the change occurring at five-mile intervals up to 100 miles, ten- 
mile intervals from here up to 250 miles, and twenty-five mile 
intervals from this point up to 450 miles. The intervals at which 
the scale rates for other classes changed were different for each 
class. 

The application of this class rate scale on any given ship- 
ment made it necessary to establish the official distance, that is, 
the particular scale that shall be employed. At non-competitive 
points each line acted individually; but at junction points where 
two or more lines compete each line selected a representative to 
meet in a so-called “rate check.” Each committee determined 
the short-line distance that could be accepted in applying the 
C. F. A. seale to the class rates from its junction point to all 
other junction points in this territory. Having determined the 
short-line distance that shall be employed between two points, 
the scale indicated what the rates for that distance should be. 

This Central Freight Association class rate scale not only 
resulted in rates that were exceptionally low in many instances, 
but was widely criticized as resulting in a rate structure filled 
with inconsistencies. The Interstate Commerce Commission in 
its five per cent advance rate decision made the following sweep- 
ing criticism: 


The testimony tending to show that a readjustment of rates: in 
Central Freight Association territory is what is needed was not dis- 


ae Roe 


ffic World by 
Pennsylvania 


puted. The class-rate structure is honeycombed with inconsistencies, 
That ~ of rates is said to be largely controlled by an Ohio statute, 
which holds the first-class rate down to a level of 7% cents per 100 
pounds for the first 30 miles. As a result, the second ad third classes 
are upon the same level as the first class for nearly that distance; 
and the resulting class-rate structure is not logical, nor are the rates 
remunerative. The scale is based on the rate from Pittsburgh to 
Chicago, which is 60 per cent of the New York to Chicago scale: 
and this rate amounting to 45 cents first class extends for a distance 
of 475 miles. It is graded down from that figure to 7% cents the 
maximum applied for the 30-mile distance in Ohio. The basing rate 
from Pittsburgh to Chicago is 60 per cent of the New York to Chi- 
cago rate. The rate from Pittsburgh to St. Louis is 64 per cent of the 
New York to St. Louis rate, and the rate to the upper Mississippi 
River crossings in Iowa is made generally on a scale 2 cents higher 
than to St. Louis. Such inconsistencies existing as to the terminals 
are emphasized by an analysis of rates_to and from points within 
Central Freight Association territory. "Weak lines lacking terminals 
have attempted to induce traffic to their rails from time to time by 
reducing a rate here or extending a special concession there, so that 
the whole rate structure would seem to require revision. j 

The attitude of the officials of the roads operating in Central 
Freight Association territory, as disclosed on the record, indicated 
that they join in this proceeding not because they thought the s0- 
called 5 per cent increase of rates would meet their requirements or 
that this form of relief is appropriate in Central Freight Association 
territory, but only because of the desire of other and more power- 
ful lines operating in trunk line territory to present to us in this 
proceeding one general plan of relief. These officials, while stating 
that the so-called 5 per cent_increase would add- substantially to 
their revenues, expressly condemn the present basis of rates as 
unsuitable and unsatisfactory. The leading railroad witness on the 
question affirmed, with some earnestness, that ‘‘the class rates do not 
sustain any logical relation to each other,’’ and that under the present 
basis of rates ‘“‘certain shippers of certain classes of freight have not 
for years borne their share of the burden of transportation, and 
in addition to the rates being extremely low, they are unscientific and 
illogical.” . 

erhis view was also expressed of record by many large shippers. 
A rate expert of the Chicago shipping interests, whose testimony in 
another proceeding was put of record here, testified that the Central 
Freight Association scale was a “‘relic of barbarism.’’ Counsel for 
western state railroad commission, by which protests were made 
against any increase in rates in official classification territory, par- 
ticularly criticized the basis now in effect in Central Freight Asso- 
ciation territory, because of the great advantage which it is said 
to give to Chicago over points on and west of the Mississippi River. 

Counsel who presented and argued the case for the Central 
Freight Association lines admitted and definitely stated that while 
the 5 per cent increase would help the financial situation, the whole 
rate structure in that territory needed a readjustment; that many of 
the lines in the territory would not survive without ‘‘an overhauling 
of their rates,” and ‘‘could not serve the public as they should until 
those rates are readjusted and brought upon some logical basis.” 
He also stated that if the rates were now advanced on the so-called 
5 per cent basis it would be but a short time before these lines would 
be before us again. He gave express notice that the Central Freight 
Association lines, if the 5 per cent increase were now allowed, would 
“in due time, file tariffs and bring the matter to the attention of the 


Commission.”’ 
When the commission granted the Central Freight Association 
lines a 5 per cent advance, the rates in the class scale were ad- 
vanced by that amount, the 714-cent rate, for example, being 
advanced to 7.9 cents; but this rate continued to remain in effect 
as the first and second-class rate for distances up to 30 miles. The 
Ohio state law, however, which is said to have caused much of 
the difficulty was repealed and the carriers, after two years of 
work, proposed a general revision of the C. F. A. scale. They 
also undertook the task of rechecking the entire territory so as to 
assign to each point or group of points a more reasonable dis- 
tance basis. ; 
The revised class rate system proposed by the carriers in- 
cluded a substitution of three distance scales for the old C. F. A. 
scale, the new scales to be known as scales A, Band C. The plan 
number of rate “inflations” at points intermediate to larger trade 
zones, each with a different class rate scale. The proposed pla, 
however, was contested and the schedules which were to have 
become effective on December 1, 1916, were suspended by the Com- 
mission. After investigation the Commission was convinced that 
the proposed rate system was an improvement over the old C. F. 
A. seale, but refused to permit its adoption without modification. 
It regarded the proposed mileage blocks as too large and the 
number of rate “inflations” at points intermediate to large trade 
centers or terminals and elsewhere as too numerous. It ruled 
that the so-called inflations be 


reduced by the observance of substantially actuated distances, 0" 
one-line hauls in accordance with the concession made by the carriers 
at the hearing, and by the setting in of additional basing points = 
hauls over two or more lines, except to and from zone C, whereve 
the distance between the basing points now used exceeds 20 miles . a 
Reasonable class rates for application in C. FB: A. territory must ta S 
into account numerous conditions, such as rate adjustments effectiv 
in the past and the rates now applicable to traffic between C F. : , 
and trunk line territories, which tend.to support a different basis . 
rates than that which might be found reasonable in the absence 0 
such conditions. 


The Commission ordered the carriers to cancel their proposed 
schedules on or before August 15, 1917. Instead, it prescribed tw 
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The St. Louis 
Gateway! 


N your trade with the West 
and Southwest no factor is 
more important than the 

gateway through which your 
shipments must pass. 


Competition is keen and loss of 
time at the point of transfer may 
mean loss of business. 


A written request will bring you 
an informative and attractively 
illustrated booklet describing 
facilities which make 


ST. LOUIS 


The Strategic Gateway 


Between East and West 


It is to the interest of your 
business that you make a 
comparison of gateways be- 
fore routing your shipments. 


Eighty-seven per cent of the through 
“L.C.L.’’ freight routed via St. Louis 


departs the same day it arrives! 


More than 1,000 package cars 
loaded daily at St. Louis! 


The most complete system of modern 
freight handling facilities in America 


operated by the 


Columbia Terminals Company 


Agent for All Railroads Entering 
St. Louis 


“Columbia Service” is pro- 
vided by facilities (represent- 
ing more than $2,000,000 in 
investment) which include 

nine “universal” off-track de- 
TO HAVE pots, modern warehouse and 


WHERE YOU WANT IT Ser wentang . Saciitass, and . 
WHEN YOU WANT IT eet of modern tractors an 


semi-trailers. 








THE TRAFFIC WORLD 


Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 





American-Hawaiian S.S.Co. 
INTERCOASTAL SERVICE 
To Los Angeles, San Francisco, Portland, Seattle, 


Tacoma 
NEW YORK—THURSDAYS BOSTON—SATURDAYS 
ABAGIAN’ «0.00650 Aug. 24 ALASKAN .......... Aug. 19 
FLORIDIAN ......... Aug. $1 FLORIDIAN ........ Aug. 26 
OHIOAN ............ opt. 7 -OHIOAN ...........5 Sept. 2 
CALIFORNIAN ..... on 14 CALIFORNIAN .....Sept. 9 
BALTIMORE 
a 1POWICH ........05- Aug. 26 
wewen GEORGIAN ......... Sept. 2 
WICH... .. sees Aug. 19 NEVADAN .......... Sept. 16 
ALASKAN .......... Aug. 26 NEW ORLEANS 
FLORIDIAN ........ -— ? wae ioe, 8 
MOBILE WVBTIC nc. sc c0ces Sept. 30 
SUDBURY ..:........ Aug. 26 
co .., erie Sept. 23 


Joint Services with 


PACIFIC COAST TO EUROPE 


U. 8. Pacific Coast Ports to the Principal Ports ef the United 
Kingdom and Continent—Direct Fert- 
nightly Sailings 


Joint Services with 
Hamburg-American Line 
NEW YORK TO HAMBURG 


BB. TREBGLU EE ccccicccccccrtecccvcccceccscccceccccee Aug. 22 
8.8. -WUERTTEMBERG .........-ccccccccececccceees Aug. 24 
8.8. *MOUNT CARROLL.  ...........cccccccccccccccces Aug. 31 
S.8. RELIANCE  .W.... cc cccsscccccccsccccccccsccvces Sept. 5 
BB. FHANGA 2.0 cccccccceccsccccccsecsecsscccecssese Sept. 7 


* Carries third-class passengers. 
+ Cabin and third-class passengers. 
¢ First, second, third-class passengers. 
LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 


S.S. OREGONIAN (via Baltimore) ...........c.eeee0. Aug. 19 
8.8. STEIGERWALD (via Baltimore) ................ Sept. 16 
BOSTON TO BREMEN AND > ennai 
8.S. NEVADAN (via Baltimore and Norfolk)......... Sept. 6 
8.8. CALLISTO (via Baltimore and Norfolk) Shana tenet Oct. 7 
BALTIMORE TO BREMEN AND HAMBURG 
Rs I i0sb sind aceelinedbeoennescedebew tae sause Aug. 26 
8.8. NEVADAN (via Norfolk) ..........ccceeeseeees Sept. 14 
ce eae nr Sept. 23 
Se. CE CVE POGUE) oc cc ccccccccvccccccsseces Oct. 14 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


3S ee eee Sept. 16 
Ce SS va esccsiscvenuecseeryestbaescovecekses Oct. 16 
NEW ORLEANS TO BREMEN AND HAMBURG 
BB. SCHWAREWALD .......2ccccccscccevesecevees Late Sept. 
BB. GACHEENWALD .....0c.csiccocsesesceccesveres Late Oct. 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


U. S. Government Ships 


NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 
=: . 6 eee eer Aug. 19 
eS SE EE 0:0 5-00 is SeWNs <euce wecwne~s.00s cower Sept. 15 
Steamers take cargo for Tunis, Alexandria and Syrian Ports. 
Loading Pier 21, Pouch Terminal, Clifton, S. I. 


General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 
WESTERN FREIGHT OFFICE 


Chicago, 327 South LaSalle Street Phone Wabash 4891 
BRANCH OFFICES: 
ee, TIE, 6 in 08655 5 6 0h se se0e beasicind Casualty Bldg. 
Boston, 40 Central Street................ Phone Congress 3084 
Cleveland, 242 The Arcade.......cccccccscccees Phone Main 2150 
Philadelphia, Bourse Bldg.................. Phone Lombard 7050 
Pittsburgh, Oliver Bldg.................... Phone Grant 7431-2 
Rochester, Commerce Bldg.................-.- Phone Main 7150 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisco 
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revised scales, A and B, which it regards as acceptable, and per- 
mitted the carriers to reconstruct their proposed scale C or sub- 
divisions of this scale by adding differentials to the rates in 
seale B. The Commission described these scales as follows:* 


These scales are divided into 5-mile blocks for distances up to and 
including a distance of 200 miles, it progresses by additiéns of one 
including 300 miles. Beyond that 20-mile blocks are used. ‘The zone 
A scale begins with 16 cents as the first-class rate for 5 miles and 
less. One cent is added for each succeeding block up to and including 
50 miles. Beyond that, up to and including 100 miles, on the theory 
that the charge per ton-mile should decrease, its progresses by addi- 
tions of one-half cent for each mileage block. Thence, up to and 
including a distance of 200 miles, its progresses by additions of one 
cent per block, or twice as much as for the blocks for the dis- 
stances from 50 to 100 miles, for the reason that the blocks 
are doubled in size. On the theory that the charge per ton-mile 
should further decrease for longer distances, an increase of one- 
half cent per block is then used up to and including 300 miles. Beyond 
that, as, the blocks have doubled in size, the degree of progression 
is doubled, one cent per block being observed. The rates on the lower 
classes are in all classes related to first class according to the follow- 
ing percentages: 

1 2 3 4 5 6 


100 85 67 50 35 £28 
The zone B scale starts with a rate 2 cents higher on first class 
for 5 miles than does the zone A scale. For use to and from zone C, 
or subdivisions thereof, respondents may work out scales of differen- 
tials to be added to the rates in the zone B scale. 


Since the new C. F. A. scales were established in this manner, 
the actual rates have been advanced several times—by 15 per 
cent in 1917, 25 per cent in 1918, and 40 per cent in 1920; and 
now they are to be reduced somewhat under the Commission’s 
general rate decision of May 16, 1922. The original principles 
and relationships, however, continue to govern. Zone C, more- 
over, has been subdivided into Zones C and D, and Zones E and 
F have been added for traffic movements within the state of 
Michigan, which are governed by the Michigan Railway Com- 
mission. 

The six lettered zones may be roughly defined as follows: 
Zone A is located on and south of the Michigan Southern Railroad 
from Chicago to Detroit; Zone B, north of Zone A and south of 
a line extending from Muskogon to Lake Huron, through Cedar 
Springs, Alma, Bay City and Carsonville; Zone C, north of Zone 
B and south of a line running from Frankport on Lake Michigan 
to Tawas Beach on Lake Huron; and Zone D includes the re 
mainder of the lower Peninsula north of Zone C. Zones E and F 
are located within the lower Peninsula of Michigan and apply 
only to intrastate rates. Zone E includes Zones A and B in 
Southern Michigan and the portion of Zone C located east of Bay 
City and south of Saginaw Bay. Zone F includes the balance of 
Zone C and also Zone D, so far as intrastate rates are concerned. 

In each of these zones a separate distance scale of class rates 
applies. As stated above, the scale for Zone A, class one traffic, 
as prescribed by the Commission, subject to subsequent advances, 
is basic; and the scale A rates on other classes bear a percentage 
relation to the first class rates. Scale B rates were originally 
fixed at 2 cents per 100 pounds above scale A rates on first class 
traffic, and the percentage relationship was then applied to the 
other classes. This percentage relationship between classes has 
since been maintained, but the two-cent difference between class 
one rates in Zones A and B has been disrupted by applying the 
above mentioned general rate advances to the rates on class one 
traffic in both zones. The rates for Zones C and D are estab 
lished at fixed differentials or arbitraries above Zone B rates, 
tne actual amount of which in cents per 100 pounds have 
ecnanged each time the rates in C. F. A. territory underwent a 
general percentage advance. When the 40 per cent rate advance of 
1920 became effective the Zone C arbitraries added to Zone B 
rates ranged from 7 to 2 cents per 100 pounds; and the Zone D 
arbitraries ranged from 9 to 3 cents. 


Zone E rates, by order of the Michigan Railway Commission, 
are established at 105 per cent on each class of the Zone A rates 
currently in effect. Zone F rates are then fixed at varying 
arbitraries above the rates in effect in Zone E. 


In case of traffic moving from one of these C. F. A. zones to 
another, the general rule is that the highest scale is applied. 

While these distance scales generally apply on traffic moving 
within C. F, A. territory, it should be noted that they are subject 
to variations. Mileages have not been computed between all 
points. In case of local traffic, most of the class rates are pub- 
lished on an actual mileage basis, but interline class traffic 
moves on rates based on joint mileages which have been com- 
puted between the larger cities and junction points serving as 
basing points. Class traffic shipped between Chicago and Pitts- 
burgh or Buffalo, moreover, is not governed strictly by distance 
considerations. The class rates of Pittsburgh and Buffalo are 
uniform, although the latter point is forty-three miles further 
from Chicago than the former. These same Pittsburgh and Buf- 
falo rates also apply to many adjacent points which are included 
in the same rate group. These long haul rates to points:located 
in the extremely eastern part of C. F. A. territory are based upon 
the trunk line percentage system which will be described in 
Lesson No. 18. The rates from Central Western points to the 


*C. F. A. Class Seale Case, In 
No. 965, June 29, 1917, ppr. 286, 287 


vestigation and Suspension Doeket 
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Ohio River crossings constitute another important variation from 
the general application of the C. F. A. scales. 

The Central Freight Association lines have also established a 
number of commodity rates on a distance scale basis, but they 
apply only between specific points and in case specific commodity 
rates are established the scale rates are superseded. In the case 
of joint traffic the commodity scales do not apply unless the con- 
currence of the participating lines has been obtained. Seventy- 


five groups of commodities received rates that are definite percent- 
ages of certain class rates. 


Rates Within Trunkline Territory 


The rates on shipments within Trunk Line Association terri- 
tory are, for the most part, not made in conformity with distance 
scales. The basic rates are those between the so-called “western 
termini” and the various trunk line points which have been 
designated by the carriers ag rate centers or common point 
groups. The former, of which Buffalo, Pittsburgh, Erie and 
Wheeling are the most important, are located on the border line 
between Central Freight Association and Trunk Line Association 
territories. The latter includes the Middle Atlantic ports and 
various interior rate groups which will be detailed in Lesson No. 
18. Since the western termini are virtually located in 60 per cent 
territory, the rates between them and the Trunk Line ports and 
interior rate centers will be included in Lessons 18 and 19 which 
deal with interterritorial rates. At this point it should be noted 
that these basic rates bear a general relationship to the rates be- 
tween Chicago and New York and to the percentage rate system 
that applies to shipments between Central Freight Asosciation 
and Trunk Line territories. They are not made in conformity 
with distance scales as within Central Freight Association terri- 
tory. The rates from the western termini to some interior points 
are, moreover, not made in accordance with the percentage plan, 
but are subject to special adjustments. In some instances the 
rates to or from interior Trunk Line points are established by 
adding arbitraries to base point rates. 

The rates to and from Trunk Line points other than the basic 
North Atlantic ports, and interior rate centers are, in some in- 
stances, made in accordance with distance scales which generally 
adhere to the long-and-short haul principle. These distance scales 
differ from those used in Central Freight Association territory 
in that they are not uniformly accepted by all carriers. Some 
railroads operating in Trunk Line territory, however, have rate 
scales which are applied in their local traffic. 


Rates Within New England Territory 


As in C. F. A. territory, class rates in New England are made 
in conformity with distance scales. Those now in effect, subject 
to general advances in actual rates which have occurred since 
then, were prescribed by the Interstate Commerce Commission in 
1918. Distance scales begun to go into general use in New Eng- 
land after the Interstate Commerce Commission proceedings of 
1913. (2) The Boston and Maine then.adopted two class rate 
scales for use respectively in southern and northern New Eng- 
land, and the New York, New Haven and Hartford also adopted 
the Boston and Maine scale, with certain modifications, for ship- 
ments between points on its lines. 

The class rate scales in effect since 1918 differ from the for- 
mer Boston and Maine scales. The Interstate Commerce Commis- 
sion, in its decision of April 16, 1918, brought them into close 
agreement with the C. F. A. scales referred to above. (3) Two 
zones were established, Zone A, including southern New England, 
and Zone B, northern New England, where the volume of traffic 
is lighter. Because of the similarity of conditions, the Commis- 
sion made the class rate scale for Zone A the same as the scale 
in effect in C. F. A. Zone B. The rate scale in northern New 
England, Zone B, was then fixed 10 per cent higher, for first 
class traffic, than the class one rate applicable in Zone A, and 
the rates for other classes were adjusted in accordance with the 
percentage relationship in effect in C. F. A. territory, as follows: 


s 1 2 S 4 


Class : 6 
Per cent of first class 100 85 67 50 


28 

Joint rates as well as local class rates in New England are 
published specifically from point to point. The base-point plan 
applied in case of joint rates in C. F. A. territory was deemed 
unnecessary because the number of freight stations in New Eng- 
land is smaller. The principal variation from the general appli- 
cation of the New England class rate scales results from the 
ruling that the joint rates to and from points beyond New Enég- 
land should serve as maxima for rates applicable to traffic moving 
within New England territory. Should a joint class rate from 
Boston to a point beyond New England be lower than the rates 


given in the New England scales, the former would govern as 4 
maximum. 


While the rate adjustments within the three rate districts of 
Eastern Territory are not uniform, they bear a closer resemb- 
lance to each other than do the interterritorial rate structures 
which will be discussed in the following two lessons. The traffic 
moving between Central Freight Association, Trunk Line and New 
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(2) 2 I. C. C.. 572, Fume 20, F905. 
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MUSKOGEE, OKLA. | 


Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 















ROCHESTER, NEW YORK 


General Storage Carload Distribution 









: Members American Warehousemen’s Association and American Chain ef Wareheases 

n 

d B. R. & P. WAREHOUSE, Inc. 

” 
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: || PORTLAND, OREGON 
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yn 

H OREGON TRANSFER COMPANY 

ts Established in 1868 

n, 

he General Transfer and Storage Business 

by Four Warehouses on Terminal Tracks 

‘ic 255,000 Square Feet 

in- 

lly Special attention given Merchandise Stocks, 

les Storage Accounts and handling of Car. 

od loads for Distribution. 

ite NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
CHICAGO OFFICE: 123 West Madison Street 

ide 

ect 


‘: || The Logical Distributing Point 
for the Southwest 


hip- General Merchandise, Furniture and Household Goods, 
Storage and Forwarding. 


Light and Heavy Hauling. City Deliveries, Etc. 
Motor Equipment. 
Pool Car Distributing and Forwarding. 
Free Switching on Carload Lots. 


“DOAMEDITERRANEAN REGULAR 


Caddo Transfer and Warehouse Company, Inc. 
615 Market Street, Shreveport, Louisiana 
REGULAR SAILINGS apietpetge ie 


P. O. Box No. 62 
BETWEEN 


NEW YORK AND PHILADELPHIA 


; and 
MARSEILLES, SPAIN 
GENOA, NORTH AFRICA 


Through Bills of Lading for all ports of Spain, Morocco, 
ae, 1 Fa Cette, — and Near East 


SOCIETE LES AFFRETEURS REUNIS 
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MODERN FACILITIES FOR 
DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canai Street, near Tayler Street 


Teaming of Every Description—City Delivery Serviee and Cariocad 
Distributors 





yal finn’ ew 


Since January Ist fifteen accounts have been placed with us 
for handling in the Northwest territory, most of them nation- 
ally advertised goods. Not one account has left us during 
that time. 

This success we attribute primarily to one thing—-both the 
distributor and his customer have received Satisfaction. 
Kvery effort of our entire organization is made to this one end, 
und there is no stop until it has been ac oe 

rou’ ., aoe: sted in knowing wha we ean by 
SATISF ACT “s Reasons Why You'll Be Satisfied” tells 
the story. Send for it. 


oe Ht 


J) Be ter Warchousemen 


ALBANY, N.Y. 


HUDSON RIVER STORAGE AND 
WAREHOUSE CORPORATION 


80,000 square feet of floor space, fireproof and non- 
fireproof, devoted exclusively to 


STORAGE AND DISTRIBUTION 


Our modern buildings are located in the natural distributing 
center for this territory, served by the B. & A., N. Y.C., D.& H. 
and West Shore Railroads, the Barge Canal and the Hudson 
River Freight Lines. 


We have adequate facilities to meet your needs 


INLAND MARINE CORPORATION 


Provides 


Low All- Water Freight Rates 


The New York State Barge Canal Route 


From 


New York Harbor Points 


Buffalo, N. Y. 
Cleveland, Ohio 
Chicago, IIl. 


Detroit, Mich. Milwaukee, Wis. 

Duluth, Minn. St. Paul, Minn. 

Minneapolis, Minn. St. Louis, Mo. 
and 

Points in the Same Rate Territories 


a OFFICES 
NEW YORK CITY, oore St Tel. Bowling Green ome 
BUFFALO, N. Y., bea Siilicect Tel. Seneca 8203 
MINNEAPOLIS, 20 Builders’ Exchange Tel. ‘Atlantic 0596 
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WACO, TEXAS S, -Jleleamaieenadinnaeimamieieaice é:-7 “ 
THE HEART OF TEXAS 

Weatherred Transfer and Storage Co. 








416 


England territories is, on the whole, more competitive, its hauls 
are longer, and more of it is interline rather than local in char- 
acter. Instead of employing a distance scale the carriers have 
developed an interterritorial rate structure that takes into ac- 
count the more complex requirements of this traffic. 


4 Bc. €.. 444, 











Personal Notes 





F. D. Wilson has been appointed general agent for the Union 
Pacifiic at Reno, Nev. 

The New York Central, having become lessee of the prop- 
erties of the Toledo & Ohio Central, Kanawha & Michigan, 
Kanawha & West Virginia and Zanesville & Western railroads, 
the jurisdictions of P. E. Crowley as vice-president and R. D. 
Starbuck as assistant vice-president, with headquarters in New 
York City, and of L. F. Vosburgh as traffic manager, with the 
same headquarters, have been extended over these roads. F. B. 
Sheldon has been appointed resident vice-president of these 
properties, with headquarters at Columbus, O. 

The United American Lines, managing agents of the Ameri- 
can Hawaiian Steamship Company’s intercoastal service, an- 
nounce the opening of a new branch office at Baltimore, Md., 
in charge of John Sonderman, manager. Mr. Sonderman was 
with Furness, Withy & Co. for a number of years and was later 
president of the Baltimore International Steamship Company. 
This company has also announced the appointment of W. M. 
Wood as manager of the Philadelphia branch office, to succeed 
R. L. Francis, resigned. 

P. B. Miller has been appointed general agent for the Green 
Bay & Western, Kewaunee, Green Bay & Westerm and Ahnapee 
& Western railroads at Seattle, Wash. 

W. R. Powe has been appointed general traffic manager of 
the Automotive Equipment Association. This asseciation is com- 
posed of five hundred and fifty jobbers located throughout the 
United States. Mr. Powe will devote his entire time to the 
traffic affairs of this organization. This statement corrects an 
error in the announcement as published in the last issue. 

R. M. Calkins, vice-president of the Chicago, Milwaukee & 
St. Paul Railroad, was the speaker at the weekly meeting of the 
Chicago Association of Commerce at the La Salle Hotel, August 
16. Mr. Calkins spoke on various problems confronting the 
railroads, especially those connected with the strike. 


DOINGS OF THE TRAFFIC CLUBS 


The New York Traffic Club will hold a summer golf outing 
August 23, at the Ardsley Club, Ardsley on Hudson, N. Y. 

The Transportation Club of Louisville will participate in 
the moonlight excursion of the Round Table, an organization 


composed of seventeen civic and luncheon clubs of Louisville, 
scheduled for August 18. 





INTERLOCKING DIRECTORATES, ETC. 


Various officials of the Union Pacific Railroad Company and 
other lines have been authorized to hold their positions with 
numerous carriers. 

R. B. Luckey has been authorized by the Commission to hold 
office as director of the Coal & Coke Railway Company in addi- 
tion to positions previously authorized. 


MULTIPLE DIRECTORSHIP RULES 


The Commission has put out a revised and printed set of 
rules to be observed by those who apply for permission to serve 
as officers or directors in two or more companies notwithstanding 
the prohibition of paragraph (12) of section 20a of the inter- 
state commerce law. The revision was dated June 19 and served 
on interested carriers in mimeographed form soon after that 
time. The revised rules provide for applications by the individ- 
uals for whose benefit permits are to be issued. Heretofore ap- 
plications for such permits have been accepted from the carrier 
companies. Generally speaking, applications hereafter must be 
confined to one person. An exception is made by the rules in 
favor of companies having subsidiary or affiliated companies, and 
to which authority has heretofore been granted to have certain 
individuals hold place as officers or directors in more than one 
such companies. In such instances the companies may make ap- 
plications for their common officers or directors; or any such 
officer or director heretofore authorized to hold place in two 
or more of such affiliated or subsidiary companies, may make ap- 
plication to hold offices or directorships, generally, in the sub- 
sidiary or affiliated companies. 

All the rules for the filing of applications have been revised 
so as to make them harmonize with the change in the general 
rule, which is that the individual and not the company must make 
the application, and that the man must make the declarations 
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about the stock, bonds or notes held by him, and every position 
he holds in any of the companies or desires to hold. 


NEW TRANSCONTINENTAL SERVICE 


A new rail transportation service has been started between 
Los Angeles and New York whereby transcontinental movement 
of package merchandise, now moving under express tariffs, may 
be diverted to a new consolidation plan of express shipment. 

Under this plan, for which credit is given to Harry Brown- 
ing, traffic manager of the Broadway Department Store of Los 
Angeles, who has been negotiating for several months with trans- 
continental rail carriers and freight forwarders, package mer- 
chandise ranging from ten to one hundred pounds in weight orig- 
inating in New York and adjacent territory can be consolidated at 
New York and moved to Los Angeles by a through fast freight 
package-car service with delivery at Los Angeles at a store door, 
or optional, on the twelfth morning out of New York. 

While express shipments from New York are said to be 
averaging delivery at Los Angeles on the sixth morning and a 
twelfth morning delivery of a special package car service has 
been in operation for some time by the transcontinental carriers 
serving Los Angeles, the virtue of the new plan lies in the sav- 
ing in rates as against express charges and a still greater saving 
as compared with the minimum freight tariffs applying to straight 
package car shipments. 

Mr. Browning announced that an arrangement had been per- 
fected whereby the Trans-Continental Freight Company, one of 
the prominent freight forwarding concerns of the country, would 
handle consolidations of package merchandise in New York 
from the entire New England district for movement via New 
York Central, Chicago & Northwestern and Union Pacific to 
Los Angeles. 

Under this movement, known as “Transcontinental Express,” 
consolidated shipments will be consigned under manifold billing 
to the Pioneer Truck Company in Los Angeles, with which ar- 
rangements have been made for completing local store door de- 
livery in much the same manner as express shipments are locally 
handled. 

The plan may be extended to include other eastern cities, 
such as Chicago, Detroit, Grand Rapids and Philadelphia. 

In handling the consolidation feature out of New York, the 
Trans-Continental Freight Company will solicit and assemble 
package orders at its New York warehouse and consolidate them 
into special cartons of larger units so as to avoid the minimum 
first class freight charges that would otherwise be assessed to 
sbipments of less than 100 pounds. They will then be de- 
livered to the St. Johns Park Station of the New York Central 
lines in New York, with loading service performed by the con- 
solidator under check of a railroad representative. This car 
leaves daily and to facilitate the movement it will not stop, as 
heretofore, at West Albany nor be transferred at any point en 
route. 

On arrival of car at Los Angeles the railroad company will 
telephone the Pioneer Truck Company, whose plans are arranged, 


it is announced, to have delivery started within two hours after 
arrival of car. 





PETITIONS FOR REARGUMENT, ETC. 


The Board of Trade or Kansas City, Mo., has petitioned 
the Commission to grant a reargument in No. 13523, Board of 
Trade of Kansas City, Mo., et al. vs. A. T. & S. F. et al. 

The complainants in No. 10891, O. E. Burns and F. R. Knapp 
vs. Big Sandy & Kentucky River Railway Company, Director- 
General, et al., have petitioned the Commission to grant a re- 
hearing in the said proceeding. 

The North Packing & Provision Company, John B. Squire 
& Co. and the Boston Woven Hose & Rubber Company, inter- 
veners, have individually petitioned the Commission to grant a 
rehearing in No. 11040, Boston Wool Trade Association VS. 
Director-General, B. & A. R. R. et al. : 

The Standard Brick Company, Inc., complainants, have peti- 
tioned the Commission to grant a rehearing in No. 13187, The 
Standard Brick Company vs. G. F. & A. Ry. et al. 





SETTLEMENTS WITH CARRIERS 

The Commission has certified to the Secretary of the Treas- 
ury that $14,289.87 is due the Spokane & British Columbia Rail- 
way Company under section 204 of the transportation act. 

The Commission has certified to the Secretary of the Treas- 
ury that payment of $18,093.95 will make good the guaranty 
to the Aransas Harbor Terminal Company. When that final pay- 
ment has been made the company will have received a total of 
$30,093.95 under the guaranty. 

The Commission has certified to the Secretary of the Treas 
ury that $2,998.07 is due the Emmitsburg Railroad Company 
under section 204 of the transportation act. 


You ean get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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SOO Terminal Warehouse 


Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 


Write to us and learn about 
“THE ECONOMICAL WAY” 


ATLANTA, GEORGIA 


Security Warehouse Company 


100,000 Square Feet Floor Space 


( 4 ap 
rere 


AMO sTORAG £ 


One to six days saved in deliveries 
lo Southwestern territory 


ADAMS TRANSFER& STORAGE @ 


228-36 WEST FOURTH STREET 
MERCHANDISE STORAGE & FORWARDING 





36th and Iron Streets 
Phone Lafayette 7500 





Complete Warehousing 
and Shipping Service 


Merc hants’ Warehouse & Distribut- 
ing Co. is fully equipped to render 
4 complete warehousing service and 
to expedite shipments of merchan- 
dise and raw materials. 

























Ship to us in carload—we reship in 
L. C. L. shipments—effects large 
savings for you. The transportation 
facilities that we enjoy—both rail | 
and w ater—enable us to offer a serv- 
ice that is unexcelled. Let us route — 
your foreign, as well as domestic 
shipments. 


‘“‘Bankers of Merchandise’’ 


MERCHANTS WAREHOUSE & DISTRIBUTING CO 
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519 West Roosevelt Road 
CHICAGO 


Location—Near the ‘‘Loop”’ in the 
Heart of Chicago 


FIRE PROOF 
40 CAR SIDING 
FREE SWITCHING 








Mr. Traffic Man: 

Do you have Storage and Distribu- 
tion problems at ATLANTA? If so, 
we have the facilities and experience 
to be of real service to you. 





Firm Financial 
Foundation 


In selecting your freight forwarder it is 
particularly necessary for you to demand the 
strongest financial standing in your choice. 
Can you afford to entrust your goods to any 
but the most reliable ? 


The House of Andrews, established in 
1884, enjoys a financial prestige second to none. 


We invite your request for references. 
Send for our booklet ‘‘What We Do and How 
We Do It.” 

Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York 


Boston Office Philadelphia Office 
44 Broad Street 788 Drexel Building 








Chicago, Illinois 
Daily Package Car System 
To All Important Cities 


Chicago Junction Railway, con- 
necting with all railroads entering 
Chicago serves our warehouse. 
Direct connection is made with 
Daily Package Car System oper- 
ated by this road, to all important 
cities. Thus all cartage charges 
are saved to the shipper. 


Investigate! Write, wire or phone 
for full particulars. 
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| Questions and Answers 


In this department will be answered A. geations of both legal and 
nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
H of interstate tr tion of freight. A traffic ey of long experience 
and wide knowledge will answer questions relating to practical traffic 
ot ay We do not desire to take the place of the trafficman butto - 
he ip him in his work. Persons desiring immediate answer by mail or 
or a more elaborate eersnest of any question—by the citation | 
ities in a legal opinion, for instance—may obtain this kind of 
service by the payment of a reasonable fee. The right is re- 
A a EE ent any question, legal or 
that it may us unwise to answer or that involves a 
situation too complex for th for the the kind kind of investigation ee ane 


Seale Oosise Comanmien Ocheeae Washington, D. Cc. 
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Transit Privileges—Through Rate in Effect Date of Movement 
from Point of Origin Applicable 


Minnesota.—Question: Steel from Chicago to Minneapolis is 
fabricated at Minneapolis, and we ship to Duluth on the balance 
of the through rate applying from Chicago to Duluth. The final 
destination of this shipment is Aurora, Minn. To this point 
there are no through rates from Chicago. In billing the ship- 
ment from Minneapolis we make~-Avrora, Minn., the destination 
and figure that we are entitled to transit as far as Duluth. 

Has there been any conference ruling or Interstate Com- 
merce Commission decision which would allow us, in the event 
of an increase in freight rates taking effect after the movement 
of steel from Chicago, the old basis of rates from Duluth to 
Aurora? 

In other words, the transit fabricating privilege gives us the 
old rates on shipment as far as Duluth. Our query, however, is: 
Are we entitled to the old rates on the movement from Duluth 
to Aurora? 

Answer: The fact that there is no through rate from point 
of origin to final destination does not affect the general rule 
that the through rate (a combination rate in the absence of a 
joint through rate) from point of origin to final destination in 
effect at the time the shipment leaves point of origin is the rate 
to apply on a shipment fabricated in transit. See Fargo Iron & 
M. Co. vs. G. N. Ry., 46 I. C. C. 399; Mixed Car Dealers’ Associa- 
tion vs. D. L. & W., 33 I. C.C. 133; In Re Milling in Transit Rates, 
17 I. C. C. 118; Rule 5C of Tariff Circular 18A. 


Seizure of Goods Under Legal Process as Excuse for Non- 
Delivery 


Missouri.—Question: A car of feed was shipped under ship- 
per’s order bill of lading, which bill of lading was sent through 
the bank attached to sight draft. At destination, the broker, on 
account of a disputed claim for brokerage, attached the car and 
it was delivered to him on the attachment. The draft and lading 
were returned to the shipper. Shipper is suing the carrier for 
the value of the car. Has the carrier any right to release the car 
on the attachment without the bill of lading? I contend that the 
attachment should have directed against the bank for posses- 
sion of the bill of lading and the carrier, not requiring this, is 
liable for the value of the car. Am I right? 

Answer: The general rule is that where goods are taken 
from the possession of the carrier by due process against the 
owner, the carrier, subject to certain limitations, is excused from 
further liability, if it acts in good faith and without negligence 
in surrendering the goods, and such surrender on the part of the 
carrier does not amount to conversion. However, in order to 
protect the carrier, it is necessary that the seizure be made with- 
out the procurement or connivance of the carrier, and that the 
process under which the seizure is made shall be apparently valid 
on its face and it is the duty of the carrier to exercise due dili- 
gence to ascertain whether the process is in fact legal. Further- 
more, where the carrier surrenders the goods under legal process 
it should, to relieve itself from liability, at once notify the owner 
of the fact. 

We do not locate cases on the question, but it appears to us, 
inasmuch as the goods were in the actual possession of the car- 
rier and not the bank, that if the goods were taken from the 
carrier by due process, no liability exists on the part of the car- 
rier, regardless of the fact that the bill of‘lading with draft was 
in the possession of the bank at the time. 

Tariff Rules Circulars of State Commissions 

Missouri.—-Question: Has the Arkansas State Commission 
or any other state commission a publication similar to the 
Interstate Commerce Commission 18A? 

Answer: The Public Service Commission of the state of 
Missouri has, and possibly some of the public service commis- 
sions of other states have publications similar to Tariff Circular 
18A of the Interstate Commerce Commission. Copies can be ob- 
tained by addressing the Secretary of the Commission. 


Liability of Consignee for Storage Charges Accruing on Ship- 
ment Placed in Storage by Railroad Company 


New York.—Question: On May 19, 1922, we received from 
a public warehouse storage company in New York City a notice, 
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which was marked “final notice,” advising us that they had on 
hand one crate of motors consigned to ourselves and showing 
thereon the shippers and the point of origin. 

Upon going into this matter and investigating same we 
found that it actually covered a shipment of March 29, 1919, that 
was shipped from Indianapolis, Ind., consigned to ourselves at 
Brooklyn, N. Y., and that this material arrived in New York 
April 27, 1919, and that carriers sent to us by mail arrival notice 
and inasmuch as shipment was not removed within the free 
storage time was placed in public storage on May 3, 1919. 

We find that on May 6, 1919, the warehouse people sent 
us a notice advising us that this material was in storage with 
them. This notice was mailed to us in an envelope properly ad- 
dressed, but not registered. 

For some reason or other, notice was either not received 
by this company or became lost or destroyed before any action 
could be taken and it was not until May 19, 1922, or three years 
afterward, did we receive another notice from these people ad- 
vising that they had this material of ours in storage, this notice 
being marked “Final Notice.” 

Through negligence or error on our part, claim was never 
filed for the loss of this motor, which, no doubt, was the result 
of incompetent help which we had during the war and right 
after the war. 

We find that there has accrued something like $250 or more 
storage on this shipment and we do not think it reasonable that 
any public storage company should hold material for such a 
lengthy period without at least notifying shippers once a month 
or so. 

Do you know of any like case and how was the matter 
handled and do we have any recourse? 

Answer: -We cannot locate a decision covering facts similar 
to those above, but it is our opinion that it would be held that a 
warehouse company could not hold goods for a period of three 
years between the date of its first notice (assuming that such 
notice was sent) and the date of its final notice and expect to 
collect storage charges for this period of time where it has 
knowledge of who the owner is, and particularly so where the 
goods were placed in storage by a railroad company. 

Damages—Measure of 

Indiana.—Question: Will you advise if the application of the 
principle that the measure of damage should be based on the 
value of the shipment at the point of destination on the date 
it should have arrived would legally date from May 17, 1920 (the 
date of the Supreme Court’s decision), or would it be retroactive 
to the date of the decision by Judge Morris of the Minnesota 
District Court, which was in the latter part of 1918? 

Answer: In its decision in the McCaull-Dinsmore case the 
Supreme Court held that the provision which the carriers had 
placed in the bill of lading conditions to the effect that the 
amount of damages was to be computed on the value at time and 
place of shipment was a limitation of liability and therefore void 
as being in contravention of the Cummins amendment. The 
court in so holding did not announce a new principle for the 
determination of the carrier’s liability, but merely applied the 
rule which had been applied in numerous decisions of the courts 
prior to the date of its decision, namely that the market value at 
destination, less the unpaid freight charges, is the measure of 
damages for which a carrier is liable. 

Therefore, recovery of damages on the basis of the destina- 
tion value is not limited to shipments moving subsequent to the 
decisions of the federal district and appeals courts or the Su- 
preme Court in the McCaull-Dinsmore case. 

Absorption of Switching Charges on Competitive Traffic 

Virginia.—Question: A carload of grain, moving into Rich- 
mond from the west, is routed N. & W., Petersburg, A. C. L., 
Richmond, and then switched to a consignee whose siding is 
located on the C. & O. Railway, for delivery to his warehouse. 
The consignee, in turn, switches the car to the S. A. L. for re- 
shipment to various points on that road. Would the A. C. L. 
absorb the switching to Richmond on this car, and the switching 
from the consignee’s warehouse to the S. A. L., when he reships 
it as a trap car? 

Answer: Whether the A. C. L. will absorb the C. & O. switch- 
ing charge, necessary to move the car from its connection with 
the A. C. L. to the consignee’s warehouse, depends on whether 
the shipment is “competitive traffic.” A. C. L. Terminal Tariff 
No. 13, I. C. C. B1912, item 70, provides, “On interstate traffic, 
competitive with the Seaboard Air Line or Southern Railway, 
destined to warehouses located at Richmond on the C. & O., the 
A. C. L. will absorb the switching charge of the C. & O.” “Com- 
petitive” traffic is defined in Item 25, page 12. If the shipper 
then has the C. & O. switch the car as a trap shipment to the 
S. A. L., we cannot see how the A. C. L. could possibly have any 
further interest in the shipment. 


Mixed Carload Shipments of Articles Which, When Shipped 
Separately, Are Subject to Rule 34 
North Dakota.—Question: Kindly refer to your reply t0 
“Illinois” in the Traffic World of July 8, page 88, also to “Iowa,” 
page 90, relative to mixed car rule. 
Consolidated Classification No. 2, page 415, item 9, provides 
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Marine Despatch Line 


A-1 FAST STEEL STEAMERS 


Regular Sailings Every 14 Days 


BETWEEN 


LOS ANGELES 
(San Pedro Dist.) 
iil SAN FRANCISCO 
OAKLAND 
PORTLAND 
JACKSONVILLE SEATTLE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 
St. Paul 8476 BALTIMORE 406 Water Street 


SAN FRANCISCO, 60 California Street 


Philadeiphia New Yerk 
139 &. Third Gt. 42 Breadway 


Oliver Building The are 
1537 Oliver 248 The Areade 


Gavannah, Ga. 
Gevannah Bank & Trust Bidg. 


NEW YORK 
PHILADELPHIA 
BALTIMORE 
NORFOLK 
SAVANNAH 


Oakland, Cal. 
Parr Terminal 
Angel Cal Portland, Ore. 
sar’ ven Ree’ Bldg. 601 Title & Trust Bidg. 
1408 L. C. Smith Blidg., Seattle, Wash. 
Reem 495 Ellicott Sq. Bidg., Buffalo, N. Y. 





“Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


FROM 


New York, Baltimore 


Norfolk, Philadelphia 


aan bills of lading issued to 
San Diego, Oakland, Stockton, and Sacramento, Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays Harbor 
and Puget Sound Ports, Wash. ; Vancouver and Victoria, B.C. 


For rates, Dates of Sailing and other lafecmnetinn apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone, Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Cleveland, Ohio 

39 South St. Drexel Bidg Oliver Bidg. Marshall Bidg. 
And at our Branch Offices at ports of call, etc. 
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New York-Baltimore-San Francisco 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


wage Manzanillo, San Jose de Sa, Acajutla, La owt, Corinte, 
nal Zone, Havana, Baltimore, Norfolk, New York, and Philad elphia. 
WESTBOUND SAILINGS EASTBOUND SAILINGS 
New York Baltimore Norfolk San Francisco LosAngeles 
SANTA CLARA Kee. 26 Aug.22 Aug.24 SANTA ANA, Aue. 15 Aug. 17 
VENEZUE! > Sept. 1 Aug. 25 Sept.2 ECUADOR, 29 «= Aug. 31 


Aug. 
Thereafter every 10 days COLOMBIA, Sept.15 Sept. 17 


OFFICES: 
ee Hoge Building Norfolk .... Southgate Fwd. & Stg. 
Baltimore . Continental Building Cleveland . . . . 613 Engineers Bidg. 
Pittsburgh ...... Century Bidg. 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zene 
S.S.SAN JUAN sails from San Francisco August 30th 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
503 So. Spring St., Alexandria Hetel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Manila, Hongkong 


Passenger and Freight Sailings by. New and Luxurious U. S. 
Shipping Board Liners: 


S.S. President Wilson («mrSte”) . Sails Sept. 2 
S.S. President Taft (vvsc) . . . Sails Sept. 12 
S.S. President Lincoln a . Sails Sept. 23 
§.S. President Pierce (vc) . . . Sails Oct. 3 


and every 14 days thereafter 
Through bills of lading issued to and from points beyond ports of call 





For rates and other information apply to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP Co. 


508 California St., San Francisco 10 Hanover Square, New York 
503 So. Spring St., Alexandria Hotel, Los Angeles 


Managing Agents: U. S. SHIPPING BOARD 














ROUTE YOUR CARGO VIA 


Mobile=Gulfport= Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Carge 
LIVERPOOL AND MANCHESTER 




















S.S. WESTLAND or Sub....... Sailing from Mobile Aug. 30th 
8S.S. COAHOMA COUNTY..... Sailing from Pensacola Sept. 8th 
S.S. COAHOMA COUNTY...... Sailing from Mobile Sept. 15th 
LIVERPOOL 
ee eee Sailing from Mobile Sept. 30th 
S.S. MAIDEN CREEK......... Sailing from Mobile Oct. 15th 
LONDON AND EAST COAST 
S.S. AFOUNDRIA............. Sailing from Mobile Aug. 20th 
8.8. AFOUNDRIA............. Sailing from Pensacola Aug. 26th 
S.S. WEST HARDAWAY...... Sailing from Mobile Sept. 15th 
S.S. EFFINGHAM.............. Sailing from Mobile Oct. 15th 
HAMBURG AND BREMEN 
S.S. ABRON or Sub......... Sailing from Mobile late Aug. early Sept. 
BiB. WEE WOO. occ cc cccccce Sailing from Mobile Sept. 30th 
8.8. CLAVARACK............- Sailing from Mobile Oct. 22nd 
GENOA 
S.S. COLLINGSWORTH or Sub. Due Mobile last half Aug. 
Se... Seer Due Mobile last half Sept. 
BARCELON A—ALICANTE—ALGIERS 
S.S. WEST CHATALA......... Due Mobile August 12th 
OPORTO—CADIZ—BILBAO 
S.S. CARDONIA or Sub....... Due Mobile Aug. 25th 


Waterman Steamship Corporation 


MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
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that automobiles of different kinds may be loaded at the highest 
carload rating and “the minimum weight shall be the highest 
minimum weight provided for such rating.” Until somewhat 
recently the rating for passenger automobiles was first class and 
the minimum 10,000 lbs., while the rating for freight automobiles 
was also first class, but the minimum was 12,000 lbs. Both mini- 
mums were subject to Rule 34. In this territory but few carloads 
of freight autos are handled, but there are quite a number of 
shipments of one truck with balance of car of passenger autos. 
In nearly all cases forty-foot cars are used and the: minimum 
that has been applied has been 13,440 Ibs., which is Rule 34 for 
a forty-foot car under the 12,000 lbs. minimum. It has been my 
contention that the 11,200 Ibs. minimum should apply, that being 
the Rule 34 for the 10,000 lbs. minimum. 

What are your views of this particular provision of the 
Classification and what minimum should be applied? The rating 
on freight autos is now changed and the application is more 
simple. 

Answer: Our opinion as to the applicability of the provision 
referred to as a basis for determining the rate to be applied on 
a mixed car of freight and; passenger motor vehicles, is sub- 
stantially in accord with: expressed by us in our answer to 
“Illinois,” July 8, page 88. rucks and passenger cars take the 
same rating—first class, while under the proviso in question a 
mixed shipment is to be rated at the “highest” rating provided 
for quantities of any articles in the mixed shipment, when in 
straight carloads. How the rating on one kind of vehicles can be 
“higher” than the rating on another kind, when the rating on 
both is the same, is beyond us. The rule could, however, be 
amended to cover this feature by providing a clause to the effect 
that when the rating is the same on all articles, that rating will 
be used. 

With respect to the minimum weight feature, we can not 
agree with the views of either the carrier or yourself, because 
both of you are trying to subject: the-mixed shipment to Rule 34, 
while the Classification Mixed Rule, Item 9, page 415 (the only 
place where the mixture is authorized at the rate basis pre- 
scribed), does not subject a mixed carload of passenger and 
freight vehicles to Rule 34. The minimum weight to be used on 
the mixture is the minimum weight applicable to a straight car- 
load of passenger vehicles, or a straight carload of freight ve- 
hicles, whichever takes the “highest” rating. This rule does not 
provide that the mixed lot shipment will be subject to Rule 34, 
but predicates the determination of its minimum on whatever 
minimum can be selected from the individual minima applicable 
to the several articles of the mixture, when shipped in straight 
carloads. Assuming the rule to be otherwise properly con- 
structed, and taking the carrier’s view that 12,000 lbs., the mini- 
mum weight of the trucks in straight cars, will be the minimum 
for the mixture, under what authority can the carrier slide this 
12,000 lbs. minimum up until the minimum for a forty-foot car 
minimum is reached, under Rule 34? Certainly there is no au- 
thority to take the size of the car carrying the mixture in order 
to determine the minimum on a straight car of trucks, which in 


turn is to fix the minimum on a mixed car of trucks and passen- 
ger automobiles. 


We will assume, however, that there is no question as to 
application of Rule 34 to mixed shipments and that neither pas- 
senger vehicles or trucks in straight carloads are subject to Rule 
34. In this case, if it is proper to apply the first class rating to 
the mixture, it is correct to apply the minimum weight on the 
mixture, the minimum applicable to trucks, because that is the 
“highest” minimum provided for the first class rate. We can- 
not, however, select the 12,000 lbs. minimum, for that is ap- 
plicable only to straight shipments of trucks in a car, 36 feet 
and under in length. Neither can we use 13,440 lbs. as the 
minimum on the mixture, as that applies only to “straight,” 
“unmixed” shipments of trucks in a 40-foot car. The minimum 
weight applicable to the mixed shipment, therefore, cannot be 
determined from the rule in Item 9, because it contemplates the 
use of an individual minimum which cannot itself be determined 
without first ordering a car of a specified length and making a 
shipment therein. 





FLOOD OF OVERCHARGE CLAIMS 


The Trafic World Washington Bureau 


Overcharge claims arising during federal control are coming 
to the Commission in a volume estimated between 600 and 1,000 
a day. They are coming in under authority granted in section 
206 (c) of the transportation act, as amended February 24, 1922. 
That amendment extended the time for the filing of such claims 
until September 1, of this year. The section, as first passed, re- 
quired claims to be filed with the Commission within two years 
from the end of federal control. Under the ruling of the law 
officers of the Railroad Administration, the language of that 
section was interpreted as meaning overcharge claims as well 
as other kind of claims. Shippers, prior to that ruling, had in- 
terpreted it as meaning they should file their overcharge claims 
with the carriers as they always had handled overcharge claims. 
The ruling of the Railroad Administration brought a flood of 
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claims to the files of the Commission, from both railroads and 
shippers. 

As soon as the Commission registered them, the claims were 
sent back, either to the carriers or to the shippers, for filing with 
the carriers preliminary to their being passed on by the Rail. 
road Administration. Owing to the fact that that ruling was 
made only a short time before the expiration of the two-year 
period following the end of federal control, shippers told Con. 
gress they had been shut out. Congress, thereupon, enacted the 
amendment under which claims are being filed now. 

The Commission is undertaking to acknowledge the receipt 
of something as soon as possible after a shipper’s papers haye 
reached it. It is leaving the question as to whether what he 
has filed is a claim within the meaning of the statute to be de. 
termined later. It is also registering claims as rapidly, as pos. 
sible and returning them to the shippers for filing with the rail. 
road companies, as agents for the Railroad Administration. Not: 
withstanding its efforts, it is more than two months behind its 
work, in the acknowledgment that the papers sent to. it are 
claims within the meaning of the law. It is suspected that, ag 
the last day for filing draws near, the number of claims will in. 
crease, although for two months they have been coming in in 
numbers ranging from 500 to 1,000. 

It is estimated that the number of claims is at least 65,000, 
It is hard to say just how many there are because somé of. the 
bundles of papers have not yet been opened. A bundle may con: 
sist of four or five or 200 or 300 claims. The bundles are stacked 
on desks and in the mailing and filing rooms. Those placed on 
the desks of clerks for examination are the ones the physical 
receipt for which has been sent out. Those in the mail room, as 
a rule, are the ones the receipt of which has not beef acknovw- 
ledged in any way, unless, as is not the infrequent -fact, the 


bundle was sent in by registered mail. The post office depart- 
ment has returned the receipt cards. 


ILLINOIS-C. F. A. CONFERENCE 


Pursuant to a call issued by a special committee of Illinois 
shippers, appointed to give consideration to the pres@htation of 
the Illinois shippers’ case to the Commission at hearings in the 
southeastern class rate inquiry, a conference of C. F. A--Illinois 
shippers was held in Chicago recently. It was the thought of Illi- 
nois interests that the situation in the Central Freight Association 
territory was identical with that in Illinois territory, and, there- 
fore, some action should be taken to bring about a co-ordination 
of the presentation of the case as it would affect C. F. A-Illinois 
territory points that do not enjoy through overhead rates to 
and from southeastern and Carolina territories. 


The following principles were adopted by traffic representa 


a of shippers and receivers throughout C. F. A-.-Illinois ter- 
ritory: 


a. That the principle of establishing through rates between the 
Central Freight Association and Illinois territories on the one hand, 
and Southern Classification territory on the other hand, tpon a basis 
substantially less than the combination of locals is hereby endorsed. 

. That the principle advanced by the carriers for establishment 
of joint through rates between C. F. A.-Illinois territory on the one 
hand and Trunk territory on the other hand and Southern Classifica- 
tion territory on a relatively equal basis, which proposed plan of rates 
is predicated on maintaining the same rates between Chiéago and At- 
lanta, Ga., as between New York and Atlanta, Ga., wit n equitable 


relationship of rates from other points related thereto be, &hd is hereby 
approved. f 


3. That the principle of a uniform relationship between) ll @lass 
rates involved in this proceeding be and is hereby approved™put that 
this approval does not apply to the measure of such relatio 1s. 

4, That we approve and urge the adoption of the carfiers’ pro- 
posal to authorize the alternative application of combination rates 
when less than the through class rates proposed in this proceeding 
under the following rule: 

If the aggregate of lawfully proposed intermediate rates) wia the 
route over which the shipment moves makes less than’ the ‘through 
pene Ee contained in this tariff, such aggregate of rates# shall be 

5. That the carriers’ proposal, in this proceeding, to apply the 
same through class rates, governed by Southern Classification, poth 
northbound and southbound, be and is hereby approved. ' 





‘SEABOARD EQUIPMENT TRUST 
The Commission has authorized the Seaboard Air Line to 
assume obligation and liability in respect of $3,009,980.of equip- 
ment trust certificates to be issued by the Chase National Bank 
of New York. Of the total issue, $2,450,000 of certificates are 


to be sold at not less than 97.02 and $559,980 of deferred cer 
tificates are to be sold at par. 


K. & O. S. BONDS AND NOTES 


The Kansas & Oklahoma Southern has been authorized by 
the Commission to issue $310,000 of promissory notes bearings 
interest at a rate not exceeding 7 per cent and maturing nd 
later than two years after date, the proceeds to be used for 
meeting the cost of construction of 10 miles of line extendiné 
northwestward from Vinita, Okla. The company also was au 
thorized to pledge $310,000 of its first mortgage bonds as col 
lateral security for the notes. 
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+ and Clearing House Agents RED STAR LINE ‘WHITE STAR LINE 
, LAREDO, TEXAS ee 
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. the New York Portland, Me. Norfolk 
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cked Philadelphia Baltimore New Orleans 
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— Have banking arrangements making 
bas possible shipper’s order shipments to all recuur INTERCOASTAL = Strvice 
iment points within the Republic of Mexico. ——— 
ct Assume all pilferage risk of packages PORTLAND NEW YORK 
hereby in our package cars south of the border. BOSTON BALTIMORE 
it at Our own warehouses in Laredo, Texas, PHILADELPHIA 
8° Dro: and Mexi ity. 
a eshtatoed and 
ri the We have just completed a pamphlet in LOS ANGELES PORTLAND 
hall be concrete form, giving complete data for SAN DIEGO ASTORIA 
n path the benefit of the American shipper in SAN FRANCISCO SEATTLE 

handling his business with the Republic OAKLAND TACOMA 

of Mexico. This pamphlet will be mailed VANCOUVER 
ne upon application. stasis 
1] Bank 
“or a Now operating our own special trains NORTH ATLANTIC AND WESTERN S, S. CO. 

throughout the Republic of Mexico Owners and Operators, U. S. Shipping Board Ships 
° BOSTON: 111 Summer St. 
and can wanes prompt and efficient NEW YORK: 11 M St BALTIMORE: American Bld 

ined bY service throughout. PHILADELPHIA: 136 So.4thSt. PITTSBURGH: 601 Bessemer Bldg. 
ben PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adanus St. 
ised for Tl EW oats ae a 
ny HAL L. BRENNAN S. E. LEONARD 


or ADMIRAL LINE Pacific Coast Ports 


was alr 
as col 





422 THE 


TRAVELING er AGENTS 


, (Dodge Idea) 

Shortly after the return ‘Of the railroads to private owner- 
ship, an army of traveling freight agents started paying us 
frequent visits, seeking business for the roads they represent. 

Some traffic departments call them “Pests,” in fact, I have 
had one greet me as, “Just another Pest;” but are they really 
pests? 

Is your traffic department learning from these men all they 
have to teach, or is it the sort of department that does not 
take advantage of this free education—satisfied with themselves 
because they have no difficulties and embargoes today, or can 
they see the light of tomorrow? 

Today, one of the main factors in securing orders is “How 
soon can yoy deliver?” 

Do yoti know aii the new short lines and one-day service 
cars carried between most cities, which will give you extra 
good service, providing your bills are marked properly? These 
Pests will tell you all this and much more. 

Have you forgotten your lesson of yesterday—the terrible 
congestion, your frantic wires, your expensive calls to various 
railroad points over the country, for that carload of material 
you must have, or suffer cancellation? 

Remember the poor results you obtained. Do you know 
why? Because your wire was addressed to no one in particular, 
no one felt duty bound to help you. Your wire was merely 
received, you eventually started a stock chaser after it. Re- 
member the staggering amounts spent in this way. 

Some time in the future we are again going to face similar 
conditions. Are you going to be on the ground floor and know 
the fellows that can help you and send your S. O. S. to R. W. 
Livingston for that I and X you must have? He will feel duty 
bound to see that it moves, and he will give you his best, trust- 
ing that you will remember his road on future shipments. 

Start now and file all these little calling cards, for they will 
save you many dollars ere many months. 


CHARTERS VESSELS FOR COAL 


Five Shipping Board steamers having a total capacity of 
35,000 tons were chartered, this week, by the Emergency Fleet 
Corporation to carry coal from England to this country. These 
vessels are the Bayou Chico, the Brave Coeur, the Seattle Spirit, 
the West Kebar and the Marne. These cargoes were chartered at 
10s, which is 1s 9d less than the last fixtures. All will make 
August-early September loading. 





SHIPPING BOARD REDUCES FORCE 


The United States Shipping Board Emergency Fleet Corpo- 
ration has made public. that from June 13, 1921, to August 1, 
1922, there were 3,158 employes dropped from the payrolls of the 
Shipping Board and the Emergency Fleet Corporation, through 
resignations or separations. This means an aggregate saving 
of $5,336,798, the board said. 

In the Comptroller’s Department alone the force was reduced 
from 3,015, from August 1, 1921, to 1,289, to August 1, 1922, being 
57 per cent of the total number of employes that have been 
dropped. On June 17, 1921, the combined forces of the Shipping 
Board and Emergency Fleet Corporation totaled 8,324 employes. 
On August 1, 1922, there were 5,166. 





BOARD LIBELS VESSELS 


The Shipping Board has begun libel proceedings against six 
vessels bought by the Atlantic, Gulf & Pacific Steamship Com- 
pany in 1920, because, while the company contracted to pay 
$9,314,137 for the vessels, it had paid only about $195,000. 

The board has seized four of the vessels which were in port 
and the other two will be seized when they reach port, it was 
announced. 

In this connection it was announced that solvent pioneer 
purchasers of Shipping Board vessels will be required to make 
settlements with the board not later than September 15. In the 
event settlements have not been made by that date, it was said, 


libel proceedings against the vessels involved probably would be 
instituted. 





CHANGE IN DOCKET 
Hearing in Finance Docket No. 2499, in re application the 
Garrett County Telephone Company and the Chesapeake & Poto- 
mac Telephone Company, assigned for August 21, at Washington, 


D. C., before Examiner Clarke, was canceled and reassigned for 
August 18. 





SHIPPING BOARD PROPERTY SALE 


Sidney Henry, director of sales, United States Shipping 
Board Emergency Fleet Corporation, has received a wire, that the 
auction sale of the Fleet Corporation’s material at the Alameda, 
Cal., concentration yard, conducted by Gerth’s Realty Experts, 
Aug. 8, has been completed, and as a result practically all of the 
material with the exception of Diesel engines has been disposed of 
at this point. The Diesel engines have been included in a general 
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advertisement of this type of machinery and will be sold by nego. 
tiations in the near future. The total receipts were approx. 
imately $149,000. The next sales of the board’s surplus property 
will take place at New Orleans, La., August 21, and at Beaumont, 
Tex., August 23. 


UNION TERMINAL NOTES 

The Union Terminal Company of Dallas, Tex., has beep 
authorized by the Commission to enter into agreements with 
holders of $550,000.01 of its 5 per cent unsecured notes, or any 
part of the principal amount thereof remaining unpaid at the 
present date of maturity, for the extension of the maturity 
date of said notes from October 10, 1922, to October 10, 1923, 
and for the payment of interest thereon at a rate not exceeding 
6 per cent per annum from October 10, 1922, until paid. 





N. Y., C. & ST. L. BONDS 


The Commission has authorized the New York, Chicago & 
St. Louis Railroad Company to issue $8,663,000 of second and im. 
provement mortgage 6 per cent bonds which will be sold at not 
less than par. The proceeds are to be used to discharge a 
note of $1,000,000 due the Director-General of Railroads and for 
reimbursing the company’s treasury for expenditures for addi- 
tions and betterments and retirement of funded debt. 


F., J. & G. MORTGAGE BONDS 


The Fonda, Johnstown & Gloversville Railroad Company has 
been authorized by the Commission to issue $550,000 of first 
consolidated general refunding mortgage bonds, which may be 
sold at not less than 75 per cent of par and accrued interest or 
pledged for short term notes. 


NORTHERN PACIFIC CERTIFICATES 


The Northern Pacific Railway Company has applied to the 
Commission for authority to assume obligation and liability in 
respect of $4,500,000 par value of 5 per cent equipment trust 
certificates. The certificates are to be sold to the Northwestern 
Improvement Company at 99 per cent of par, plus accrued divi- 
dends. The proceeds from the sale of the certificates will be 
applied on the purchase of 1,000 automobile cars costing $2,000. 
000; 250 stock cars, costing $376,250; 250 gundola cars, costing 
$398,750; 250 Hart cars, costing $545,000; 70 passenger-train re- 
frigerator cars, costing $504,000; and 1,000 freight-train refrig- 
erator cars, costing $2,371,000; total cost, $6,195,000. 


TELEPHONE CONSOLIDATION 


A joint petition has been filed with the Commission by the 
Springfield-Xenia Telephone Company and the Ohio Bell Tele- 
phone Company for a certificate that the proposed sale of all 
the telephone property of the Springfield-Xenia company to the 
Ohio Bell company will be of advantage to the persons to whom 
service is to be rendered and in the public interest. 


ABANDONMENT OF SOU. PAC. BRANCH 


The Commission has authorized the Southern Pacific Com- 
pany to abandon a branch line extending from Tulasco, Nev., to 
Metropolis, Nev., a distance of 7.889 miles. The line is owned 
by the Central Pacific and has been leased to the applicant. 
While the Nevada public service commission and 58 members 
of the Farm Bureau of Elko county protested against abandon- 
ment, the Commission said it appeared there was small public 
need for the service performed by the line and that past opera- 
tions have resulted in substantial losses. 


LEASE OF VIRGINIAN & WESTERN 


The Virginian Railway Company has been authorized by 
the Commission to acquire control by lease of the railroad of 
the Virginian & Western Railway Company on the express con: 
dition that the Virginian railway shall not hereafter sell, pledge 
or otherwise dispose of the capital stock of the V. & W. now 
owned or controlled by the Virginian without the consent of 
the Commission. The V. & W. is a subsidiary of the Virginian, 
which owns all of the capital stock. The line extends from 
Virwest to Glen Rogers, W. Va., a distance of 14.45 miles. Con 
struction of the line was begun in the spring of 1920. It is now 
being operated by the Virginian under trackage rights. The 
Commission denied permission to retain excess earnings because 
the construction was begun before the effective date of para 
graph (18) of section 1 of the interstate commerce act. 


NEW COMPLAINTS FILED 


No. 13891, Sub. No. 1. Atlas Portland Cement Co., New York City, V* 
D. L. & W. et al. ae 
Unjust and unreasonable rates in violation of long-and-short 
haul provision of fourth section on portland cement from Navarr 
(Northampton), Pa., to stations in New Jersey. Asks cease am 
desist order, just and reasonable rates and reparation. il 
No. 13891, Sub. No. 2. Atlas Portland Cement Co., New York City, ¥* 
C. i. H. of KN. 2. Gt: ab t 
Same complaint with regard to shipments of portland comm 
from Navarro to destinations in New Jersey on lines of deten' 
ants. Asks reparation. 
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Docket of the Commission | 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too Jate to show the change In 
this Docket will be noted elsewhere. 

August 24—Washington, D. C.—Examiner R. W. Clarke: 

Finance Docket 1881—In the matter of the application of the West- 
ern Pacific R. R. Co. for authority to acquire control of the prop- 
erty of the Sacramento Northern R. R. and to purchase its bonds. 

Sept. 5—Chicago, Ill—Examiner H. W. Johnson: 

ourth Section Application 1840 of W. H. Hosmer, and other appli- 

cations or portions thereof which involve rates on classes and 

commodities between various points. 

September 5—Apalachicola, Fla.—Bxaminer J. F. Gray: 

Finance Docket 2372—In re application of G. F. & A. Ry. Co. 

September 6—Washington, D. C.—Examiner Gerry: 7 
1, and S. 1594—Rails and cross ties from Maryland, Pennsylvania and 

West Virginia to Canada. 

September 6—Beaumont, Tex.—Examiner T. J. Butler: 
13616—Josey-Miller Co. vs. Brimstone R. R. and Canal Co. et al. 
13616 (Sub. No. 1)—Josey-Miller Co. vs. G. C. & S. F. 

13616 (Sub, No. 2)—Josey-Miller Co. vs. K. C. S. et al. 

13616 (Sub. No. 3)—Orange Rice Mill Co. vs. B. S. L. & W. et al. 

September 6—Huntington, W. Va.—Examiner Fleming: 
13825—Hartland R. R. Co. vs. B. & O. et al. 

September 6—Parkersburg, W. Va.—Examiner Gault: 
11733—The Parkersburg Rig and Reel Co. vs. B. & O. et al. 
13980—The Parkersburg Rig and Reel Co. vs. B. & O. et al. 

September 6—Chicago, !!!|.—Commissioner Hall and Examiner Koebel: 
1 In re Transcontinental Freight Bureau. 

September 6—Washington, D. C.—-Examiner Marchand: 

Valuation Docket 221—In re tentative valuation of Boston & Maine 
System. 

September 6—Albany, N. Y.—Examiner Beach: 

1 Albany Perforated Wrapping Paper Co. vs. Ahnapee & West- 
ern et al. 

September 6—Reading, Pa.—Examiner Satterfield: 

13752—S. Rudolph & Co. vs. Director General, P. & R. et al. 

September 6—Boston, Mass.—Examiner Cheseldine: 

Fourth section application Nos. 11863 et al., asking authority to con- 
tinue rates on classes and commodities and between points men- 
tioned. 

September 6—Chicago, Ill.—Examiner Hillyer: ; 

1. and S. No. 1600—Elimination of Michigan R. R. Co. as participant 
in Fairbanks’ perishable protective tariff. 

September 7—Houston, Tex.—Examiner T. J. Butler: 
ij. and S. 1583—Coffee, New Orleans and sub-ports to Texas points. 
13788—Texas Freight Traffic Assn. et al. vs. Director General. 

September 7—St. Louis, Mo.—Examiner Koch: 
|, and S, 1587—Limestone from Illinois points to St. Louis, Mo., vs. 

Missouri Pacific R. R. 

September 7—Washington, D. C.—Examiner Gerry: 

1. and S. 1601—Express rates on cake. 

September 7—Washington, D. C.—Examiner Pattison: 

Valuation Docket 63—In re tentative valuation of Gainesville Mid- 
land Ry. 

September 7—Chicago, Ill_—Examiner Hillyer: : 
1. and S. 1611—Hollow building tile and clay products from Brazil 

and related points in Indiana to Chicago and Chicago Heights, Ill. 
September 8—St. Louis, Mo.—Examiner Koch: 

!. and S. 1603—Iron and steel articles from New Orleans, La., group 
points to Texas. 

September 8&—New York, N. Y.—Examiner Beach: 

13816—B. Lissberger & Co. vs. Mich. Cent. et al. 

13508—B. Lissberger & Co. et al. vs. P. R. R. et al. 

September 8—Cincinnati, O.—Examiner Fleming: 
13779—The Fitch Dustdown Co. vs. Ann Arbor et al. 

September 8—Chicago, Ill.—Examiner Hillyer: 
13687—Armour & Co. vs. Director General. Portions of fourth sec- 

tion applications 1561 of N. & W. Ry. and 1952 of L. & N 

(molasses from New Orleans to Tacoma, Va.). 

13785—Armour & Co. vs. Director General. 

13880—Armour & Co. vs. Director General. 

September 8—Utica, N. Y.—Examiner Satterfield: 
13855—Brown’'s Tract Lumber Co. vs. Director General. 

September 8—Washington, D. C.—Examiner Gerry: 

1. and S. 1607—Cancellation of through rates between Virginia and 
Texas points. Portions of fourth section application 700 of F. A. 
Leland (classes and commodities from Alexandria, Va., and points 
taking same rates, or rates basing thereon, to points in Texas). 

September 8—Memphis, Tenn.—Examiner Fuller: 

4. and S. Docket No. 1617—Cancellation of combination rule from de- 
fined territories to Arkansas, Missouri and Oklahoma points. 


September 9—Buffalo, N. Y.—Examiner Satterfield: 


ee ea Kellogg & Sons, Inc., vs. Director General, A. T. & 
. F. et al. 


DIRECTORY OF ATTORNEY 





GEORGE N. BROWN 
ATTORNEY AT LAW 


Formerly Chief Examiner and Attorney 
Examiner Interstate Commerce Commission 
Practices before all Bureaus Special Attention 
Departments of the to Transportation 
Government. Matters. 
Room 806 American National Bank Building 
Washington, D.C. Telephone Main 2702 


LESSER & LESSER 


Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


September 9—St. Louis, Mo.—Examiner Koch: 
13873—G. J. Helmerichs Leaf Tobacco Co. vs. Cincinnati, Lebanon & 
Northern et al. 
September 9—St. Loius, Mo.—Examiner Koch: 
13780—Walter A. Zelnicker Supply Co. vs. D. & R. G. W. et al. 
September 9—Cincinnati, O.—Examiner Fleming: 
13829—The Settle Lumber Co. vs. A. & V. et al. 
September 9—Columbus, O.—Examiner Gault: 
13886—Globe Iron Co. vs. Director General and B. & O. 

September 11—Washington, D. C.—Examiner Gray: 

* Finance Docket No. 1250—In the matter of the application of the 
Missouri-Kansas-Texas Railroad Co. for authority to issue securi- 
ties under Section 20a of the Transportation Act, 1920. 

* Finance Docket No. 2511—In the maiter of the application of the 
Missouri-Kansas-Texas Railroad Co. to acquire certain lines ot 
railroad under Section 5, paragraph 2, and Section 1, paragraph 18, 
of the Transportation Act, 1920. 

September 11—New York, N. Y.—Examiner Beach: 

Il. and S. Docket No. 1614—Cancellation of newspaper rates on illus- 
trated newspaper supplements shipped from printers to publishers. 

September 11—Tulsa, Okla.—Examiner Fuller: 

> ao Refineries, Inc., et al. vs. Director General, A. T. & 
S. F. et al. 

13800—J. A. Waldrop et al. vs. A. T. & S. F. et al. Such fourth 
section departures as may exist. 

September 11—Chicago, Ill.—Examiner Hillyer: 

13881—Armour Fertilizer Works vs. Director General. 

* I, and S. Docket No. 1618—Cement from Ohio and Mississippi River 
crossings and Richard City, Tenn., to stations in Ternessec. 

September 11—Galveston, Tex.—Examiner T. J. Butler: 

13868—John W. Focke et al. vs. G. H. & S. A. et al. 
September 11—Cincinnati, O.—Examiner Fleming: 
13856—Charles C. Oyler & Son vs. B. & O. et al. 
13898—The Philip Carey Co. et al. vs. A. T. & S. F. et al. Portions 
of Leland’s fourth section application 701 (roofing and building 
paper or felt and prepared roofing, C. L., from Erie, Pa., and 
North Tonawanda, N. Y., and points taking same rates to Beau- 
mont, Galveston, Houston and Orange, Tex.) 
September 11—Buffalo, N. Y.—Examiner Satterfield: 
13524—Hammond Iron Works vs. Pa. R. R. et al. Portions of fourth 
section applications 1563 and 1572 of B. & O. and 1625 of C. C. 
McCain (iron and steel articles from Johnstown, Pa., to Titusville, 
Pa., via B. & O. R. R. in connection with N. Y. C. R. R.) 


September 11—Indianapolis, Ind.—Examiner Gault: 


13859—Isabell C. Gilbert et al., doing business as Harry C. Gilbert 
Co., vs. L. & N. et al 


13841—Indiana State Chamber of Commerce vs. B. & O. et al. 
September 11—St. Louis, Mo.—Examiner Koch: 


, #13865—Anheuser-Busch, Inc., vs. C. & A. et al. 


* 13883—Anheuser-Busch, Inc., vs. B. & O. C. T. et al. 


September 11—Washington, D. C.—Examiner Pattison: 


Valuation Docket 151—In re tentative valuation of F. E. C. Ry. and 
Atlantic & East Coast Terminal Co. 


September 12—New York, N. Y.—Examiner Beach: 


* 1, and S. Docket 1619—Linseed oil from Edgewater (Undercliffe), 
N. J., to C. F. A. points. 


September 12—Louisville, Ky.—Examiner Jewell: 

9966—Hudson Mule Co. et al. vs. L. & N., Director General et al. 

9967—Hudson Mule Co. et al. vs. L. & N., Director General, et al. 

oe Mule Co. et al. vs. N. C. & St. L., Director General, 
et al. 

La peas Mule Co. et al. vs. Director General, A. T. & S. F. 
et al. 

Portions of fourth section applications 458 and 1952 as described in 
fourth section order 8035. 

1. and S. 1563 and first supplemental order—Live stock to, from and 
between points in the southeast. 

13852—Swift & Co. vs. Ga. Nor. et al. 

13615—Southeastern Live Stock Assn. vs. L. & N. et al. Such fourth 
section departures as may exist. 

a Tennessee Packing Co. vs. Director General, Sou. Ry. 
et al. 

12064—Birmingham Packing Co. vs. I. C. et al. 


Copteie 12—Salt Lake City, Utah—Commissioner Hall and Examiner 
Koebel: 


13425—In re Transcontinental Freight Bureau. 
September 12—Austin, Tex.—Examiner T. J. Butler: 
12954—The State Highway Dept. of Texas vs. Director General, C. 
& N. W., et al. 
September 12—St. Louis, Mo.—Examiner Koch: 


13871—Mid-Continent Equipment and Machinery Co. vs. Missouri 
Southern et al. 


13900—Mid-Continent Equipment and Machinery Co. vs. Missouri 
Southern et al. 


13900 (Sub. No. 1)—Mid-Continent Equipment and Machinery Co. vs. 
Missouri Southern et al. 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

merce Commission. For ten years Commerce Counsel, 

various shippers’ organizations, and member National 
Industrial Traffic League. 


Woodward Bullding Washington, D.C. 
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WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 


Trinidad. Also North Coast of South America and Curacao as sufficient 
cargo offers. 


| Malpelo I. ¢ “y 






80° 


EUROPEAN SERVICE 
United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 


KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 
CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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igteM EX I co 


"en, 


SPEEDY, 


ACCURATE, 
AND 


ACCOMMODATING 
PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 


TO 
San Antonio | Corpus Christi Alice Laredo via Alice 
Ses gee 3 24 hrs. b "i Aransas Harbor Terminal Railway 
asaden | Wilenismel 3 : 20 « 22 << 20 « 32. « ‘Fredericksburg & Northern Ry. 
= 32 hrs eeccccce Gulf Coast Lines 
ee Gulf Colorado & Santa Fe Ry. 
Below is approximate service in days from following cities and River Crossings: International & Great Northern Ry. 
—_— Missouri, Kansas & Texas Ry. 





List of Direct Connecting Rail Lines: 


TO 
FROM Southern Pacific Lines 
___Waco__|___Houston _|_San Antenio | Corpus Christi} _Alice__|Larede via Alice San Antonio, Uvalde & Gulf R. R. 
snsas City cagteyee 4 days r+] days 34 days 34 days : days San Antonio Southern Ry. 
Mem — phe ° «se 3% = 3 « 3% « 4 «es St. Louis Southwestern Ry. (Cotton Belt) 
New Orleans! 3 days 3% Oss 3s. « « 3% Sugar Land Ry. 

















Trinity & Brazos Valley Ry. 


Proportionate service to above is rendered to all intermediate points. Texas Mexican Ry 
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LUCKENBACH LINES 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 
U. S. Mail Steamers 





















Twin Screw American Steamers 


NEW YORK, PHILADELPHIA, BOSTON, LOS ANGELES HARBOR 
SAN FRANCISCO, OAKLAND, PORTLAND, SEATTLE, 
MOBILE, NEW ORLEANS, LOS ANGELES HARBOR, SAN FRANCISCO 
OAKLAND, PORTLAND, SEATTLE 





Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 
Marquette Bldg. 131 State St. Lafayette Bldg. Oliver Building 1024 Prudential Building © Central Bldg. 201 California Street Pierce Building 
Chicago Boston, Mass. _ Philadelphia Pittsburgh Buffalo, N. Y. Los Angeles San Francisco St. Louis 


Mobile Liners, Inc., Agents A. Le Blanc, Agent Spaulding ~~ L. C. Smith Bldg. 211 Eleventh St. oe inten Co., Agents Engineers’ Bldg. 
Mobile, Ala. New Orleans, La. Portlan Seattle Tacoma. Wash. er, B.C. Cleveland, Ohio 





















WHEN YOU SHIP 


Look at the map and see how thoroughly the Illinois Traction 
System serves the state of Illinois and the St. Louis territory; and 
keep in mind that this System has 





Joint freight rates. Standard M.C.B. equipment. 
Track connections with steam roads. Switching arrangements that reach all in- 
Centrally located freight houses. dustries in St. Louis, Peoria, and other points. 





Ship Today ~Its there To:morrow 


Fast highball freight service. Really an express service at 
freight rates. 







The traffic department watches 
over your shipments with a per- 
sonal interest. 


W. H. WYLIE, Traffic Manager 
Peoria, Ill. 


‘LINOIS TRACTION SYSTEM 
(MSKINLEY LINES 















